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URBAN DESIGN GROUP NEWS 

PROGRAMME 1 9 9 0 / 9 1 

WORLD CITIES 

The programme of talks will refer to the rapidly 
changing nature of the political and social 
aspects of the world at large as it affects the 
urban form and design of world cities. 

AUTUMN PROGRAMME 1 9 9 0 

Cities and Perestroika 

September 12 
Walter Bor - Prague. 

'Prague's Unique Townscape ' 
October 17 

John Winter - Rumania 
November 

Jon Rowland - Hungary 
December 

Joseph Kleihuus - Berlin 

SPRING PROGRAMME 1 9 9 1 

The theme of the Spring Programme will be 
'Cities and Politics' when it is hoped to include 
speakers on Paris and Barcelona. 

SUMMER PROGRAMME 1 9 9 1 

The Summer Programme will look at 'Cities of 
the Pacific Rim' including Francis Tibbalds 
speaking on Australian cities. 

CONFERENCES 

SEPTEMBER 20TH AND 21ST 

Urban Design for Urban Renewal, 
Liverpool 

The Group are co-sponsoring this conference 
with Liverpool Polytechnic, School of the Built 
Environment. Those interested should contact 
Anne Roberts at Liverpool Polytechnic, School 
of the Built Environment, 98 Mount Pleasant, 
Liverpool L3 5UZ. For details see back cover. 

SEPTEMBER 26TH TO 28TH 

Urban Edges Conference, Glasgow 

The conference is being organised by the 
International Centre for Studies in Urban Design 
at Florence in collaboration with the Urban 
Design Studies Unit at the University of 
S trathclyde. The theme of the conference ranges 
from the city as awhole to the quality of the city 
space. Details follow in the next column. 

Wednesday 26th September: 
Emerging City Forms 

Total Urbanisation 
Prof. Daniel Le Couedic 
City Without Edges 
Prof. Alice Hatzopoulou 
The Future of Urban Centres 
James Woudhuysen 
Technological Innovation 
Prof. Corrado Beguinot 
Emerging City Forms 
Dr. Hildebrand W Frey 

Thursday 27th September: 
The Structure of the City 

New Urban Centres 
John Burrell 
Cities with Void Cores 
Prof. Fritz Seelinger 
Enclaves in Paris 
Philippe Gresset 
Edges within Edges 
G.P. Webber 
Integrated Edges 
G Intini 
Castilia and Leon 
A.A. Mora 

Friday 28th September: 
The Quality of Urban S p a c e 

Territorial Edges 
Prof. F Paul-Levy 
From the City to the Territory 
Prof. G Padovano 
Inequities in Cities 
Prof. J.P. Blondel 
Making Spaces into Places 
Prof. J Morphet 
City Gates 
Prof. R. Bocchi 
The Joints between different Urban Tissue 
Prof. I G Aldamondo 

Case studies will be given on: 
Los Ange le s , Alcoy , S t ra sburg , Rome, 
Grenoble , Sydney, Swansea , Newcas t l e , 
Florence, Hong Kong and Berlin. 
The conference begins on Tuesday 25th 
September with a visit to sites being discussed 
in the workshops and continues until Fridy 28th 
September. The conference fee including 
accommodation for four nights is £235 per 
person. Non residential places are available at 
£160 per person. 

Further information is available from Dr 
Hildebrand Frey. University of Strathclyde, 
Urban Design Studies Unit, 131 Rottenrow 
Glasgow G4 ONG Tel 041 552 4400 ext.3011 

WANDSWORTH RIVERSIDE 

David Clarke and Ian White of the Borough's 
Planning Department talked to the Group in 
March about new Urban Design Guidelines for 
riverside development in Wandsworth. This 
area covers a length of five miles of the south 
bank stretching from Nine Elms to Putney 
where previous policies required a 6 metre 
footpath, but which dealt inadequately with 
urban design implications. 

They examined existing areas of riverside 
development that were successful, analysed 
reasons for their attractiveness and popularity 
and drew the following conclusions about prin-
ciples for new development-
Permeability 
Good connections should be provided to the 
existing network of streetr in the riverside hin-
terland. 
Surveillance and Security 
The riverside should, where possible, be fronted 
by the entrance side to buildings. This may 
meam that accessroads should be located along 
sections of the riverside. 
Spatially Attractive 
The riverside should be spatially interesting 
and have a variety of experiences. 
Mix of Uses 
A range of uses should be provided to animate 
the area possibly located at focal points such as 
bridgeheads. 
Building Design 
There needed to be a richness in building form 
giving different treatments to the river frontage 
and also considering views of the skyline. 
Materials 
These need to be carefully chosen, particularly 
for the floorscape defining pedestrian and 
vehicular areas and where continuity is re-
quired such as street furniture and railing de-
sign. 

These guidelines are meant to stimulate 
interesting designs which can take advantage of 
the waterfront location and capture the imagi-
nation of councillors and developers. A draft 
document has been published containing these 
ideas and these are about to be revised as a 
policy document for the Borough. 

URBAN DESIGN AND CULTURE 

This year's Weekend Forum was held in Glas-
gow in April and in recognition of the city's 
designation as 'City of Culture" for 1990 took 
this issue as its subject. Mike Galloway organ-
ised the event and put together a very interest-
ing mix of speakers. A very stimulating paper 
was given by David MacKay of Martorell 
Bohigas and MacKay of Barcelona who ex-
plained the background to the interesting work 
that has been carried out since the end of the 
Franco regime changed the whole political situ-
ation in Spain. The conference will form the 
subject of a Quarterly at the end of the year. 
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EDITORIAL UDQ Issue 35 JUNE 1990 

This issue is devoted to three matters, firstly transport, secondly 
last year 's annual lecture describing Arup Associates' proposals 
for Paternoster, and thirdly the Urban Design Action Team 
initiative carried out in Haringey. 

Tim Catchpole has written an introduction for the papers on 
transport which were the subject of talks to the Group in Autumn 
of last year and this June. One of these papers considers how 
people and cars can be accommodated better by using traffic 
calming devices and creating a more civilised environment for 
living. The other papers point to the problems of the growth in 
car ownership, particularly in London, the need to restrain car 
usage and to promote and plan for public transport. To do that 
properly there needs to be a co-ordinated approach to land use 
and transport by some strategic body that has executive powers 
and an appropriate budget. There seems to be no framework by 
which that can occur in London at present and independent 
decisions by Government, London Transport and separate London 
Boroughs are no substitute for a properly considered strategy, 
whoever is given the responsibility and powers. 

The Kevin Lynch lecture of 1989 enabled Sir Philip Dowson 
of Arup Associates to describe the background to Paternoster at a 
time when Arup's plans had been shelved by a process of 
ownership changes and apparently royal influence. 

The issues continue to be placed before the public, most 
recently in a Channel Four programme 'Signals' in which 
presenter Roger Graef discussed the matter with representatives of 
the public, developers, architects and planners. The public 's 
views were responses to what they would like to see in any 
development of the site through to whom should be in control of 
decisions on such schemes; not surprisingly control by the local 
people got 58% support, by the general public 47%, by the local 
Council 42% and Planners a mere 26%. The irony is that Amps 
and die then client had tried to do exactly that, although 
admittedly in a consultative not a participative way. 

Urban Design Action Teams offer a positive way forward in 
participation in a method which has already achieved some 
success in a different culture in the United States. UDAT's 
provide an opportunity for communities to get advice from 
professionals uncommitted to an area, possibly at a stage before 
an individual project is being considered in detail. This type of 
brainstorming over a short period with equal involvement by the 
community and the local council can offer new insights into the 
potential of an area. 

John Worthington's initiative in promoting UDATs could 
become a major contribution to ways in which the British public 
who are directly affected by development decisions can be 
involved in Urban Design issues. 

John Billingham 
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INTRODUCTION 
by Gail Hallyburton 

The first Urban Design Action Team in 
which the Group have been directly involved 
was held in April in Haringey. The event 
occurred following an approach from the 
London Borough of Haringey and the 
Borough Planning Department made the 
detailed arrangements for it. 

The event has received a wide amount of 
press coverage including 'The Independent' 
and 'The Guardian' and technical journals 
such as the AJ, Building and The Planner. 
The article by Martin Spring which originally 
appeared in The Independent is included 
together with an appraisal by Elizabeth 
Young and Arnold Linden. In addition a 
review of the book that describes the 
American Institute of Architects involvement 
in what they term Regional and Urban 
Design Assistance Teams (RUDATs) is 
included as a means of comparing methods 
and objectives. 

Looking back on two intense and hectic 
days spent as part of the Wood Green UDAT 
team, memory has blurred most of the event 
into a cameo series of highly animated dis-
cussions. Exchange was without doubt the 
keynote of the process, whether between 
members of the team, local officials or 
members of various community interest 
groups. The UDAT provided an opportunity 
to side step the preoccupations of local 
politics and to look at the area with a fresh 
eye. The ossifying effect of long-term 
negotiation, deliberation and general red tape 
that usually attend the development process 
were likewise avoided, and the event brought 
together a full cast of decision makers, de-
signers and interest groups to develop a 
strategy in a short space of time, a few steps 
removed from political and commercial 
interests. The result was a highly focussed 
debate, where ideas could be bounced and 
gain immediate feedback and constructive 
criticism. 

The process was carried on at a breathtak-
ing pace; a briefing on Friday morning from 
members of the local planning authority, the 
community and SERPLAN; an afternoon 
walking trip around the site in smaller 
working groups evaluating different aspects 
of the area and discussing possible strategies; 
teatime saw a round-table presentation of 
ideas, and the ensuing discussion carried on 
through dinner and in some cases into the 
small hours. What was nothing short of 
extraordinary was the fundamental consensus 
around which discussions revolved through-
out the event, allowing a multitude of ideas to 
be expressed by a wide variety of contribu-
tors without the debate becoming either side-
tracked or hi-jacked at any stage. 

Any scepticism on the part of Wood 

Green cognoscenti as to the likelihood of the 
proposals becoming real, in part is irrelevant. 
A dinner time conversation found me wedged 
between officers from local authority 
departments who customarily find them-
selves working either at odds or in isolation 
to each other. An intense discussion about the 
nature and possibilities of urban design 
cemented what will probably become a much 
more positive understanding and perhaps a 
new approach to work. The opening up of 
such discussions amongst the people who 
effectively will see through any new develop-
ment, is in a real sense as important a the 
longer term implementation of specific 
design concepts. 

A TALE OF TWO MEGALUMPS 
by Martin Spring 

In April I participated in a novel travelling 
circus aimed at reviving the depressed 
fortunes of two neighbouring north London 
landmarks - Alexandra Palace and the Wood 
Green Shopping City. The two are separated 
by a railway viaduct, and linking them in 
some way emerged as chief among the 
favoured solutions. 

Like many ageing town centres, Wood 
Green is suffering from a decline in civic 
pride. The once-proud Victorian suburb has 
degenerated into a down-at-heel, if still 
bustling, shopping street half a mile long. 
The multi-storey "Shopping City", topped by 
council housing, was built in the 1970s and 
has recently been revamped to little effect. 
Although Wood Green is London's 
seventh-largest shopping centre, customers 
and retailers are deserting it for more 
dynamic centres such as Brent Cross. The 
shopping street is dominated by traffic, a 
perpetual jam that symbolises most aspects of 
life in the area. 

Meanwhile, up on the hill one mile to the 
west stands the historic Alexandra Palace, 
half rebuilt after its disastrous fire in 1980. 
Of the same vintage as Wood Green, the 
"Ally Pally" is also suffering from inertia. A 
£22.5m deficit has put a block on later phases 
of refurbishment. 

The Borough Council involved, 
Haringey, is only too aware of the ailments 
besetting Wood Green and Ally Pally. Any 
cure would require initiatives in commerce, 
social services, leisure, transport, town 
planning, architecture and finance. But as 
they are all intertwined, where to start and 
how to co-ordinate them? 

The council's solution was to call in the 
"travelling circus", for a two-day 
performance. Called an "urban design action 
team" (or UDAT), it was organised by the 
Urban Design Group, a multi-professional 
association concerned with all facets of urban 
environment. Some 20 participants, 

representing most of the group's professions, 
were invited. 

The event began on Friday morning with 
briefings from council experts and 
community representatives. The former 
explained that local businesses wanted 
improved parking, cleaner streets and less 
traffic congestion. Traffic could not be 
diverted without highly unpopular demolition 
of houses, but it could be tamed by various 
minor controls. 

One of the community representatives 
pointed out that Wood Green had neither 
wood nor greenery. Another said that its 
litter bins dropped more litter than people 
did. Two local art students bemoaned the 
lack of social and cultural attractions. And a 
resident complained: "Ally Pally was 
supposed to be a people's palace, and all 
we're given is trade fairs". 

Yet, underlying the gloom, local 
optimism still glowed. "The community is 
multi—ethnic and one of the most vibrant in 
the country", said a social worker. 

A walkabout confirmed to the UDAT 
participants that the area had no lack or 
assets, only of proper exploitation. They then 
set to work on the information they had 
acquired. Ideas were selected refined, 
re-moulded and then juggled from one 
participant to another in a fast-moving game 
of conceptual acrobatics. 

The multi-storey Shopping City was 
dubbed "a megalump". So was Ally Pally. 
"They are remarkably similar", said an 
architect, Nigel Coates. 'They are both 
palaces, one a people's palace built in the 
1870s, the other a commercial palace built in 
the 1970s. And they're both follies. The 
commercial palace is set in dense townscape 
while the people's palace is set in open 
parkland. And a railway viaduct divides the 
two areas as absolutely as the Berlin Wall". 

Mr Coates proposed linking culture and 
commerce by a light railway loop. A light 
rail shuttle between Wood Green 
underground station and Ally Pally had 
already been suggested by council planners 
and engineers. But Mr Coates extended the 
idea into a loop that would also link the 
Shopping City and isolated residential areas, 
and transform the journey into a joyride. 

Other participants developed the loop 
idea. In its fullest expression, with a £50m 
price tag, the loop could take the form of a 
high-level monorail. But less grandiose and 
more feasible variants could start from a 
basic walkway picked out in lights. 

The television director, Roger Graef, 
noted that the crossover point was next to a 
series of redundant reservoirs at the foot of 
Alexandra Park. "The water features could 
be turned into one of the mot spectacular 
attractions in Europe", he enthused. 

Much was made of the fact that the 
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railway line provided an eight minute 
connection to King's Cross station, site of the 
proposed Channel tunnel rail terminal. 

Playing with grand if airy schemes 
formed only part of the UDAT's activities. 
Its chairman and the Urban Design Group 
president, John Worthington, stressed the 
need to reach a balance between local and 
regional issues. Accordingly, many 
suggestions took the form of cheap 
improvements to existing facilities. 

The event ended in a live performance on 
Saturday afternoon with an audience of 
councillors, public and press. Eight 
audio-visual presentations were given, 
building up from small-scale improvements, 
through guiding principles to the 
mind-blowing visions. 

John Worthington explained that the 
UDAT's goal was to stimulate discussion 
rather than lay down cut-and-dried 
proposals. Discussion proved 
disappointingly parochial, but fortunately the 
council 's development director, Peter Bishop, 
was more positive. " I 'd like to ask the 
community for their reactions to these ideas, 
and then turn them into proposals", he said. 

To all participants, the Wood Green 
UDAT was a highly stimulating event, 
although in the cold light of a council 
development programme some proposals 
may seem obvious, others ludicrous. For the 
council, however, the act of staging the event 
was perhaps more important than the instant 
contributions from outsiders. By lowering 
their bureaucratic guard and sharing the 
process of articulating problems, posing 
questions and formulating solutions, 
councillors and officers opened their own 
eyes afresh to the defects and opportunities 
around them. 

The results of that multi-facetcd process 
of urban design could be more rewarding to 
Wood Green's inhabitants than any new 
work of architecture 

AN APPRAISAL OF THE UDAT 
by Elizabeth Young and Arnold Linden 

The momentum of the UDAT at Haringey 
was generated in approximately 9 weeks 
from the time the Borough Planning 
Department approached the Urban Design 
Group. 

In that time the response from the Group 
resulted in a UDAT of twenty panellists 
being matched by at least twenty council staff 
from a wide range of departments including 
Planning, Transport, Economic 
Development, Arts, Leisure and 
Environmental Services, many of whom did 
not know each other and had not previously 
come together to work directly on a specific 
project. The event proved exciting and 
exhilarating for all parties. 

The speed of response so welcomed by 
Haringey inevitably left some gaps in the 
professional expertise the Group was able to 
offer. There were no economists, valuators 
or financiers, or representatives with a leisure 
tourism perspective. Such expertise could 
have made a vital contribution to the final 

presentation as well as the work of the 
panellists. 

Certain lessons can be learnt from this 
UDAT in Haringey: 

1 The occasion both for officers of the Bor-
ough and the panel to work together would 
have been better served if the work environ-
ment had been a single place. It would have 
enhanced the interaction and the work space 
would have become more user friendly over 
the period of two days. For a truly effective 
outcome forty contributors need to work and 
live together during all the time of the 
UDAT. 

They need to be seen to be working 
together and be accessible to the local com-
munity and to anyone who wishes to 
contribute. This should include local 
professionals. 

There is a need to record the proceedings 
of the UDAT so that there is a body of work 
for reference by other groups during the ini-
tiative and subsequently for exhibitions and 
discussion by the local community. 

2 If there is to be an ongoing relationship 
between the Borough and the Community 
and UDAT members there has to be the 
material to work on, to test, to progress and 
to evaluate. The present state of graphic 
technology should make this possible. 

An essential product is the 'incremental 
menu' where choices of size, quantity, scale 
of project and action are made available. 

The product of the UDAT may be a 
variety of concepts as in this case which 
could be the basis of planning briefs at a 
variety of scales and complexity, eg a light 
railway or simply a lighted pathway using the 
same route. 

3 The London Planning Advisory Commit-
tee (LPAC) has advised that Wood Green 
(Shopping City) and Alexandra Palace have 
strategic, regional and even national impor-
tance. 

Local politicians and some officers have 
interests that are necessarily parochial and 
this presents an area of conflict. How does 
Haringey (or any London Borough) find the 
skills, organisation and development capital 
appropriate to raise Alexandra Palace for 
example to a cultural centre of regional and 
possibly national importance (the not to be 
forgotten 8 minutes rail journey from Kings 
Cross) and the Shopping City to resume its 
position in the hierarchy of shopping centres 
in the London Region. 

Questions that were asked about Shopping 
City were: 

i) Has it fulfilled its strategic chopping func-
tion. 
ii) Has it given the local community of 
Wood)Green anything they value 
iii) Has it given Haringey a central cultural 
focus 
iv) Has it given the established communities 
a Civic Core ie has it fulfilled its 1970s 
visionary role as a Civic Focus. Are the 

non-strategic roles incompatible with the 
LP AC regional designation. 

4 Geographically Wood Green is centrally 
placed in relation to the established commu-
nities of Tottenham, Hornsey, Finsbury Park 
and Muswell Hill. 

The 'towns within cities' concept as far 
as Haringey is concerned would pre-suppose 
a range of civic functions in excess of the 
present library and community radio station. 
This is a perception shared by the local 
communities who have begun to turn their 
backs (and feet) from the Shopping City for a 
host of reasons. These include a limited 
range of goods, high prices, discrimination, 
dirt, litter and traffic congestion. In a phrase 
'inner city blight' in a 'sanitised internal 
urban environment' . 

A UDAT must believe in physical deter-
minism, and this particular panel addressed 
no political or social solutions. It did, 
however, identify the need for a Civic Square 
which would bring together the multi-ethnic 
cultural activities, create a presence for the 
exhibition of art and design and the perform-
ance of drama, dance and film as well as 
being a centre for community communication 
and a transport interchange cheek by jowl 
with the Shopping City. 

5 Except for the borough council 's own 
professionals there were no contributions to 
the UDAT by the professionals of the local 
community. Their contribution could have 
increased the panel 's local knowledge and 
made them aware of the local prejudices but 
more creatively could act as a resource for 
the future development and testing of the 
range of ideas and options presented. They 
might indeed obtain some benefit from any 
resultant work which could show their 
commitment to the local community. 

The wide range of professional backgrounds 
and expertise that is the strength of the Urban 
Design Group, coupled with its unaligned 
position enabled its participating members to 
reveal the many hidden strata of the problem 
and to progress towards a vision containing a 
range of options that gives hope to residents, 
officers and elected members of Haringey. 

The choice is now theirs! I 
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Urban Design in Action 
Edited by Peter Batchelor and David 
Lewis Vol 29 1985 Student Publication 
of the School of Design, North Carolina 
State University, Raleigh, North Carolina 
in co-operation with the AIA. 253pp. 
£16.95 

Whilst this book has been available since 
1986 a review at this time is particularly 
appropriate as its subject matter is very 
relevant to the current involvement of the 
Urban Design Group in providing urban 
design advice, the first example being a panel 
invited to consider issues in Wood Green. 

The book outlines the history, theory and 
development of the American Institute of 
Architects Regional and Urban Design 
Assistance Teams (RUDAT) Programme 
which began in 1967 and by the date of the 
publication had been involved in over 80 
communities. The first team of only four 
members went to Rapid City South Dakota at 
the invitation of the President of the Chamber 
of Commerce to offer views about the way in 
which the business district might be 
reorganised and since then the way teams 
have been assembled, their method of 
operating and the impact on the urban design 
process have all developed in depth. 

The primary issues that emerge from the 
publication are the roles that people play in 
providing a new kind of urban design, one 
that is people based, and the way in which 
the advisory team focusses its attention on 
policy issues. 

The RUDAT is organised on the 
following basis:-

a) a RUDAT only occurs when invited to an 
area. 

b) the team is multi-disciplinary. 
c) the team involves about 8 members from 

all over the USA. 
d) the members are volunteers with 

expenses only being paid. 
e) the team members are not free to accept 

any commissions in the community. 
0 it occurs over a 4 day period, 
g) advance information is provided on key 

issues. 

A section of the book refers to Urban 
Design Education and describes some of the 
aspects of the discipline. The book 
emphasises that design in this sense is a 
much broader activity embracing economic 
issues, packaging of developments, 
negotiating finance, setting up guidelines and 
standards and forming development agencies. 
It suggests that because urban design is 
interdisciplinary it should either be an 
integral part of the architectural profession 
(the only profession dealing with overall, 
physical three dimensional products) or be 
identified as a separate profession with the 
ability to pull together the strands of other 

professional disciplines. It points to the 
Institute for Urban Design (an organisation 
established in the States about 1979) as being 
of crucial importance for what it can do to 
assist the urban design profession. The book 
also suggests that this body could become a 
clearing house for urban design research and 
case studies, a role which could be performed 
by the UDG in Britain and possibly Europe. 

The second section of the book outlines 
the process and provides a description of 
seven case studies. 

Whilst the RUDAT timescale is only 4 
days there is a considerable amount of work 
beforehand to bring together the information 
needed for the team and to enable public 
meetings to be fruitful. This preliminary 
work involves interviews, questionnaires and 
background facts and a post RUDAT period 
involves a continuing interest in seeing how 
the proposals progress. Careful preparation, 
public workshops, intense working (including 
a charette On the third day over the full 24 
hours) and the presentation of proposals to a 
public meeting all contribute to concentrating 
minds and efforts in an unparallelled way. 

The case studies range from work in 
Healdsburg, a community of 7,000 in 
California needing to develop a plan to 
accommodate growth and change, to work in 
Seattle with over two million in its subregion 
seeking to assess the future of downtown 
housing which had declined over the last 
twenty years. 

The book provides an excellent review of 
the way in which the RUDAT programme 
has been carried out and provides some 
useful insights for similar exercises being 
carried out elsewhere. I consider it is 
essential reading for those embarking on 

public participation particularly where urban 
design issues are involved. 

The RUDAT programme was referred to 
in the Croydon Conference on 'Community 
Design, Development and Enterprise' held in 
1987 (UD Quarterly Issue 28) and the 
differences were noted as being:-

a) that local government has wider xecutive 
budgetary powers in Britain and is more 
involved at a grass roots level. 

b) that the voluntary sector is different in 
the UK. 

c) that public participation is less developed 
here than in the USA. 

There undoubtedly are differences between 
the two countries culturally and in a local 
government sense but nevertheless the 
process described in the book does seem to 
offer some guidelines as to how the wider 
community might be involved in proposals 
for their area. One wonders whether 
Structure Plans and District Plans are 
presented in the right form to encourage 
participation and whether public involvement 
is limited too much in Britain. How many 
public workshops are held on important 
issues and in ways which can be understood 
by the public that will be affected by the 
proposals. 
If the Urban Design Group is to offer to bring 
together the equivalent of a RUDAT 
programme then this book should receive 
maximum attention; not to copy what has 
happened in the USA but to inspire 
communities and professionals to new 
heights. I 

John Billingham 
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TRANSPORT MATTERS 
By Tim Catchpole 

TRY THE NEW YEAR'S 
RESOLUTION THAT WON'T 

DRIVE YOU CRAZY. 

lots of resolutions depr ive you of 
something you like. But learning to 
drive with BSM is exact ly the opposi te. 

So have a pleasant change in 1990. 
Resolve to give up wa i t ing for buses in 
the rain, carrying heavy shopp ing and 
having your social life ruled by publ ic 
transport. 

Every s e v e n m i n u t e s s o m e o n e p o s s e s wi th BSM. 

"The last politician to drive a four lane 
highway through the centre of a capital 
city in Europe was President Ceausescu, 
and look at what happened to him". 

This remark was made by a London 
resident, one of the residents at one of the 
many public meetings held in January to 
discuss the final reports of the London 
Assessment Studies. One wonders if, amid 
all the voluminous representations received, 
it was this single comment that persuaded the 
Secretary of State to scrap the road building 
plans contained in the Assessment Studies. 

Doubtless the Secretary of State also 
listened to professional advice; so too did the 
Urban Design Group. During the past year 
the Group has listened to a series of talks on 
roads, public transport, traffic calming, road 
pricing, telecommuting and global warming. 
Never before in its eleven year history has 
the Group given such a focus on these issues. 
It has done so because the issues are high on 
the political agenda. Three talks were 
presented last autumn. These supposed to 
have paved the way for a conference in 
December ('Traffic Chaos - Coronary or 
Bypass?') but a change of venue at the 
eleventh hour caused major problems and the 
conference was aborted. A fourth talk in 
June of this year brought the series to a close. 
The papers for all four talks are published in 
this issue of the Urban Design Quarterly. 

Dr John Adams, in his talk, addressed the 
issue of how much prosperity can we take. 
The Government White Paper ('Roads for 
Prosperity', 1989) forecast an increase in 
traffic of 142% by the year 2025 on the 
assumption of a 3% annual growth in the 
economy. This, says John Adams, means an 
increase of 27.5 million vehicles which, 
stacked together, would form a queue 
104,000 miles long. This could be 
accommodated, if stationary, on a new 
motorway stretching from London to 
Edinburgh some 257 lanes wide and on a car 
park the size of Berkshire. 

The traffic growth outside Britain is 
likely to be even more staggering. Why 
should the concept of one car per household 
be denied to the developing countries when 
we in the developed world have enjoyed such 
a privilege for many years? And yet, how can 
such an increase in traffic be accommodated 
without a severe increase in global warming 
or decrease in fuel supply? Current 
forecasting procedures appear to be oblivious 
to these facts. 

John Roberts, in his talk, argued that the 
only way we can accommodate the increase 
in car ownership is to replace a house or two 
in every street block with a multi-storey car 
park. Alarmed at such a prospect John 
Roberts gave up his car in 1984 and hopes 
that others will join his crusade. He predicts 
that by the year 2025 all cars will become 
objects of archaeology. 

Tim Pharoah addressed the issue of how 
cars can be better accommodated in our 
streets. We need traffic calming measures 
modelled on those implemented in Germany 
and Holland. They are expensive, but 
residents could be prepared to contribute 
large sums of money in the knowledge that 
the value of their properties will increase 
significantly after schemes are implemented. 

Dr Martin Mogridge concluded the series 
with a talk on the future of London's 
transport in the wake of the Assessment 
Studies. The London Planning Advisory 
Committee's (LPAC) consultants have 
shown that a policy of road pricing and 
public subsidy is robust. That 's all very well 
but LPAC can not dictate such a policy; the 
current strategic planning authority in 
London, after all, is not LPAC but Olympia 
and York. 

These four papers should help to broaden 
our horizons. But what are the implications 
for urban design? Clearly the forecast 
increase in traffic should not be allowed to 
dictate new rules for urban design in the 
future. We must hold onto our existing rules. 
If supply can not cater for demand, then 
demand must somehow fit into supply. At the 
macro level there must be a moratorium on 
all major town centre and out of town 
developments that cater for large numbers of 
private cars. Even at the micro-level we need 
to re-examine our parking standards. 

Just down my road, in outer London, 
there is a vacant site which can be seen as a 
test case for urban design. It was formerly 
occupied by a London Transport bus garage 
which has been demolished, and there is 
currently a proposal for housing 
development. The proposal is for 45 fiats 
with 57 off-street parking spaces. 

What is sad about the proposal is that 
there is no garden space, merely a few token 
trees. The whole ground not occupied by 
building is taken over by parking spaces for 
cars. Perhaps part of the site should be 
allocated for a multi-storey car park. The 
alternative, namely fewer parking spaces 
could influence residents into joining the 
John Roberts crusade and giving up their 
cars. Supply should dictate demand, not 
vice-versa. 

Of course, the demolition of the bus 
garage should never have been allowed in the 
first place. Our bus services need all the 
support they can get. The choice of transport 
mode today is no longer between bus and car; 
it is between bus and a new type of vehicle 
equipped with telephone, stereo and, who 
knows, fax and computer. Buses cannot 
compete with mobile offices. 

The last word on this unfortunate 
malaise belongs to another London 
resident at the same public meeting in 
January who drew my attention to this 
advert in the Guardian from the British 
School of Motoring. • 
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HOW MUCH PROSPERITY CAN LONDON TAKE? 
By John Adams 

'With the growth of prosperity you will 
see more and more people spending 
their discretionary income on journeys of 
one kind or another'. Paul Channon, 
former Secretary of State for Transport, 
12 September 1988. 

The Department of Transport believes 
that most of this extra travelling will 
take place in cars. The first objective of 
the Government's road programme, 
reiterated in Its most recent roads White 
Paper entitled 'Roads for Prosperity', is 
"to assist economic growth by reducing 
transport costs." In pursuit of this 
objective the White Paper presents the 
largest road building programme in the 
country's history.lt is policy to build the 
roads to encourage the prosperity that 
generates the traffic that fills the roads. 

The statistical connection between prosperity 
measured by GDP and the volume of traffic 
on the nation's roads is very well established. 
Assumptions about the future growth of GDP 
are the principal inputs to the Department of 
Transport's traffic forecasting models. Ac-
cording to the Department's recently revised 
forecasts, based on an annual growth rate of 
3% in the economy, the amount of traffic on 
Britain's roads will increase by 142% by the 
year 2025. This approximates to an increase 
of 27.5 million/vehicles. 

What would another 27.5 million 
vehicles look like? Traffic jams these days 
are commonly measured in miles. Allowing 
20 feet for each car (the recommended 
allowance for in-line parking), and assuming, 
conservatively, that the average size of the 
other vehicles (vans, lorries, buses and 
coaches and motorcycles) is no larger than 
the average car another 27.5 million vehicles 
would form a queue 104,000 miles long. 
This could be accommodated, if stationary, 
on a new motorway stretching from London 
to Edinburgh, if it were 257 lanes wide. 

This, of course, is only the beginning of 
the problem. If it is to be of any use, every 
vehicle needs a parking place not only at its 
home base, but also at the various 
destinations, each vehicle would probably 
need at least one other parking place. This 
doubles the size of the new motorway/ 
parking lot we require to 514 lanes. To 
accommodate existing vehicles as well would 
require a total of 944 lanes. 

An alternative way of visualising the size 

John Adams is a reader in Geography at 
University College, London. He is the 
author of Transport Planning: vision and 
practice (Routledge 1981) and Risk and 
Freedom: the record of road safety 
regulation (Transport Publishing Projects 
1985). He was a member of the board of 
directors of Friends of the Earth during 
its early years in the 1970s. 
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of the national parking lot required by a 
Britain saturated with vehicles is to multiply 
the number of vehicles by 25 square metres, 
the allocation per car, allowing access and 
manoeuvering space, recommended in Roads 
and Traffic in Urban Areas (p.254). Again 
assuming two places per car, this would 
require paving an area over twice the size of 
Berkshire. In the technical literature this 
could perhaps be expressed as 2.01 Berks.1 

And then more Berks will be required for 
the roads on which all these vehicles would 
move about. There are at present 352,292 
kilometres of road in Britain (about 3 Berks). 
If one were to take seriously the Department 
of Transport's ambition to build sufficient 
roads for traffic to flow freely and without 
congestion, an unimaginable road building 
programme would be required. 

The amount of extra road space required 
should be viewed in the context of the new 
road programme. Although advertised as a 
'massive' addition to the existing road 
programme, the 4,300 kilometres of new or 
improved road which the Government 
announces would add perhaps as much as 
two per cent to the capacity of the country's 
road network. 

Roads for Prosperity concludes: 
'A major expansion of the Government's 
programme for road building and improving 
inter-urban roads is being put in hand to meet 
the forecast needs of traffic into the next 
century. The Government is committed to 
taking the programme forward as a matter of 
urgency.' 

There is a logical void in the 
Government's case. The gross discrepancy 
between the Government's forecast of the 
'needs of traffic' and the amount of new road 
space they are proposing urgently to build, 
suggests that this void is likely to be filled 
with stationary motor vehicles. 

IMPLICATIONS FOR LONDON 

London already has too many cars. There is 
no prospect of London, or any other older 
built environment in Britain, participating in 
the national motorised mobility binge 
envisaged by the new forecasts. There is 
simply not the space. 

The transport problems of London and 
other urban areas cannot be isolated from the 
effects of a national policy which envisages 
transport for the rest of the country being 
dominated by the car. The best the older 
urban areas can hope for under present policy 
is to become islands served by public 
transport while the rest of the country gets 
about in cars. But if a growing proportion of 
the nation's social and economic activity 
takes place in the suburbs and beyond, the 
urban areas will stagnate and decline. 

Since the United States is about thirty 
years ahead of Britain in levels of vehicle 
ownership it has lessons to teach about the 

way in which Britain would have to be 
transformed to accommodate American style 
levels of car ownership. The Interstate 
Highway system, America's motorway 
network, was designed to link all major 
American cities. Those parts of the system 
which went through rural areas were built 
with relatively little difficulty. But the 
system has failed to connect the cities. No 
way has been found of connecting the system 
to the centres, the focal points, of American 
cities.2 In most cases, as the Interstate system 
approached a city it was terminated at an 
outer freeway ring or beltway. 

Rather than connecting cities to each 
other, the Interstate system has had the effect 
of draining the life out of the cities and 
redistributing it at low densities along the 
outer beltways and other new high-capacity 
roads. America has tried, and failed, to deal 
with congestion by building more roads. The 
result has been a new phenomenon known as 
'suburban gridlock'. It is a problem that 
cannot be solved by road building. 

With its motorway programme Britain is 
now wrestling with the problem that America 
discovered was insoluble: how to connect up 
the centres. The M25, London's beltway has 
been built, and has become a ring of intense 
development pressure. But for the area 
inside this ring the Department of Transport's 
programme has nothing to propose but years 
of 'assessment studies'. 

The principal objective of the 
Department's road building programme is to 
save motorists time, to speed them on their 
way - to where? Still the places that most of 
them want to reach are clustered around the 
old peaks of accessibility, the new sinks of 
congestion. Increasingly the Department's 
solution to the problem of congestion is to 
by-pass it. But this can solve only the easy 
part of the problem. The difficult parts, for 
which no solution has been found, are the 
beginnings and ends of journeys. 

Figure 1 from the London Traffic Survey 
of 1966 shows the way in which the 
problems of road traffic increase the closer it 
approaches the most popular destinations. 
Figure 2, an employment-accessibility map 
of London, shows the extent to which the old 
centre still dominates. Figure 3 shows the 
impact that the M25 has had on London's 
accessibility pattern; it describes the way in 
which new suburban roads drain the 
economic life out of older built 
environments. 

In announcing his new road programme 
the Secretary of State for Transport said 'we 
are trying to get people from one urban centre 
to another urban centre.'3 This is precisely 
what his new road programme does not and 
cannot do. The new White Paper focuses 
exclusively on relieving inter-urban 
congestion. In by-passing the urban areas, it 
not only by-passes the main problem, it 
makes it worse. 

The implicit assumption made by the 
Department of Transport when it uses its 
forecasts to plan new roads is that Britain's 
land use pattern can and should adjust to 
accommodate the increases that it predicts. 
The magnitude of these implicit changes is 
enormous and the consequences profound. 



Nowhere has the Government spelled them 
out and defended them as desirable. 

ENVIRONMENT AND ENERGY 
IMPLICATIONS 

Atmospheric pollution is now high on the 
political agenda of Britain and most of the 
industrialised world. Motor vehicles 
generate more air pollution than any other 
single human activity.4 

The focus of the debate about the 
sustainability of car centred transport systems 
has recently shifted from whether there will 
be enough fuel in the world to feed into cars, 
to whether the global environment can cope 
with what comes out of the back ends of cars. 
But neither consideration is allowed to enter 
into the forecasting equations used to justify 
the transformation of Britain into a low 
density suburb dependent on the car as the 
principal form of transport. 

The forecasters assume the indefinite 
availability of cheap fuel and an environment 
capable of absorbing further enormous 
increases in pollutants.5 Vehicle emissions 
are now accepted as threatening to upset the 
global climatic balance. (The potential 
magnitude of these increases is considered 
further below in the section on global 
implications). It is axiomatic that in a finite 
world all growth processes impinge on their 
environments. The road traffic growth 
process is no exception. The forecasting 
procedures currently being relied upon by the 
Department of Transport are oblivious to this 
axiom. 

Beyond encouraging the conversion of a 
famous Rolls Royce to lead-free petrol, the 
much vaunted green transformation of Mrs 
Thatcher and her Government has yet to 
make any significant impact on British 
transport policy. Cars are a far more 
important source of atmospheric pollution 
than fossil fuel power stations; Transport 
Statistics Great Britain reports that cars 
contribute about the same amount of NO., to 
the atmosphere, 44 times more hydrocarbons, 
and 100 times more carbon monoxide. 
Catalytic converters can effect substantial 
reductions in these pollutants, but only at the 
cost of increasing the output of the principal 
greenhouse gas - carbon dioxide. 

SOCIAL IMPLICATIONS 

It would be unfair, as Anthony Crosland once 
said, for those who already have cars "to pull 
the ladder up behind them."6 The same 
argument was used recently by Britain's 
transport minister Peter Bottomley to justify 
building more roads for the cars yet to be 
acquired by "women, ethnic minorities and 
council tenants who do not enjoy the benefit 
of personal transport at present."7 

Bad though transport may be for 
motorists stuck in traffic jams, it is worse for 
those without cars. People living in 
households without cars travel less often than 
people in households with cars, and the 
journeys that they do take are shorter. They 
have inferior access to most of the social and 
economic opportunities of life. 

1 

2 

3 

Figure 1 London Traffic Survey GLC 1966 
Figure 2 The number of jobs (in hundred thousands) 
reachable within 30 minutes in 1986 
Figure 3 Percentage increase in number of jobs reachable 
within 30 minutes in 1986 compared to 1976 
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m championing the cause of those 
without cars Peter Bottomley implies that for 
many of them things will have to get worse 
before they can get better. For those who are 
among the last to climb the ladder of car 
ownership public transport will deteriorate 
still further, and their access to life's social 
and economic opportunities will diminish not 
only relatively but absolutely. 

Since the Department of Transport is 
clearly aware of the deteriorating 
circumstances of those without cars in an 
increasingly car dominated society, perhaps it 
would argue that these problems should be 
considered as the necessary pains of a 
transitional process which will culminate in 
everyone, ultimately, enjoying a splendid 
transport system. Clearly all those without 
cars cannot be provided with them over 
night. It takes time, and unfortunately those 
on the lowest rungs of the ladder will be 
inconvenienced. 

This argument, which seems to me to be 
the only one at the Department's disposal, 
neglects the fate of all those who can never 
climb the ladder - all those under the age of 
17, perhaps half of those over 65, and large 
numbers in between of a nervous disposition, 
or with bad eyesight, or a drink problem, or 
who simply have difficulty in mastering the 
skill of driving. Come the millenium when 
all those who are old enough, and fit enough, 
and skilful enough to drive have cars, those 
without cars will become second class 
citizens, dependent for their mobility on the 
withered remains of public transport or the 
good will of car owners. There will be about 
20 million of them. 

The world becomes not just more 
convenient for those without cars, but also 
more dangerous. Bus drivers in London now 
shelter, like bank tellers, behind protective 
screens. Women are increasingly afraid to 
use public transport, or to walk home alone at 
night. Young children are more and more 
confined in front of television sets or in back 
gardens, by parents afraid to let them out on 
the streets. Parents are increasingly reluctant 
to allow their children to go to school on their 
own. The last national travel survey revealed 
that every school day in Britain there are 
about seven million trips made escorting 
children to school - a measure of parental 
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anxiety and an enormous waste of parental 
time.8 Older children, just at the age when 
they are seeking to assert their independence, 
become captives of the family chauffeur -
cycling is too dangerous, public transport 
ceases to exist. 

GLOBAL IMPLICATIONS 

The moral imperative for fostering increased 
car ownership advanced by Peter Bottomley 
has a global dimension. If it is wrong to deny 
cars to 'women, ethnic minorities and council 
tenants' in Britain, it must be wrong to deny 
them to poor people everywhere. 

What argument would Peter Bottomley 
present to China and India to persuade them 
that it is all right for Britain to plan for 
Califomian levels of car ownership, but not 
them. While the prospect of 1 billion 
Chinese all travelling around in Oldsmobiles 
or Sierras may be a long way off, he would 
be on morally thin ice if he were to deny the 
legitimacy of such an aspiration.9 

On behalf of Britain, the Department of 
Transport aspires to a higher level of car 
ownership than currently prevails in Los 
Angeles. There are, at present, almost twice 
as many cars in Greater Los Angeles as there 
are in China, India, Indonesia, Pakistan and 
Bangladesh put together. There are only 10 
countries in the world with more cars than 
Greater Los Angeles - the countries named in 
Figure 4 plus the USSR. 

Figure 4 shows that in 1985 there were 
7.7 cars for every 100 people in the world. 
This might be called the 'preaching level'; no 
country above this level is entitled to preach 
to any country below it about ecological 
virtue. Brazil, shown on the graph with an 
ownership level of 7.2 per 100 population is 
currenty being castigated for its mistreatment 
of its rain forests by countries who are 
making a far greater contribution to the 
greenhouse effect than it is. 

Cars are the world's single greatest 
contributor to atmospheric pollution. There 
are no emission control devices in prospect 
that could begin offsetting the potential 
addition to atmospheric pollution of the third 
world achieving developed world levels of 
car ownership. The developed nations of the 
world cannot saturate themselves with cars 

and then sign a non-proliferation pact 
denying the rest of the world the right to 
follow their example. 

If you ask someone who does not own a 
car if he or she would like to have one 
they will usually answer yes. If you ask 
people (both car owners and non-
owners) if they would like to live in the 
sort of world that would result from 
everyone's wish coming true, you are 
likely to get a very different answer. 

The transport policies of both 
Britain's major political parties are a 
response to the first opinion poll. They 
are making impressive progress in 
providing what they think their 
constituents want; each year throughout 
the eighties new car registrations have 
been at or near record levels. The 
second question is not yet on the 
political agenda. 

The road that the Department of 
Transport has signposted 'Prosperity' 
leads to a dirty, dangerous, congested, 
socially polarised, fume-filled green-
house. It is unfair for those with cars to 
pull the ladder up behind them. If we do 
not want a nation saturated with cars, 
and if we do want a transport system 
that is fair to all, then a reversal in the 
direction of transport planning is re-
quired. Britain's dependence on the car 
must be REDUCED; environmentally 
benign and truly democratic modes of 
transport - walking, cycling, buses and 
trains - must be encouraged. • 

1 This assumes 50.5 million vehicles x 
25m2 = 126,250 ha. Two spaces per car 
= 252,500 ha. 1 Berk = 125,890 ha. 

2 There are some exceptions to this gener-
alisation, such as Detroit. Where road 
builders have succeeded in driving high 
capacity roads to the centre of a city, the 
result for the inner city has not been one 
that any other city would seek to emulate. 

3 Paul Channon interviewed on Radio 4's 
PM programme, 18 May 1989. 

4 Richard Gould, New Scientist, 13 May 
1989, p.42. 

5 Roads for Prosperity states 'income 
growth is the major determinant of the 
new forecasts; future fuel and demo-
graphic factors exert a small influence.' 
No mention is made of any environ-
mental constraints . 

6 Conclusion to Transport Policy: a consul-
tation document, Department of the Envi-
ronment, 1976, H M S O l . 

7 Mr Bottomley ceased to be a Transport 
Minister in July 1989. 

8 National Travel Survey: 1985/86, 
HMSO, 1988, Tables 8.2 & 3.5. 

9 The third world is beginning to close the 
gap. Between 1975 and 1985 the world's 
car population increased by 45%. The 
increase in OECD countries was 33 per 
cent, and in non -OECD countries 121 
per cent. However, growth in non-OECD 
countries was from a very low base. In 
absolute numbers most of the growth is 
still accounted for by the OECD coun-
tries. 



THE USE OF OUR STREETS 

by John Roberts of TEST 

Riess, while supposedly discussing city 
games in the United States, gives his 
view on the development of the US 
city.1 He distinguishes between three 
apparently historical periods: the 
walking city, the industrial radial city, 
and the suburbanised metropolis. This 
certainly suits many North American 
cities' change, but it is not a model that 
can be transferred in toto to Europe. In 
the first place, US usage of 'city' covers 
an extraordinarily wide spectrum, from 
what we would call a large village 
through to New York. Second, Riess 
seems to have no great overlaps within 
his typology, yet elements of the 
walking city are powerfully evident in 
today's London, and his suburbanisation 
seems more a US phenomenon than a 
European one. Certainly London has a 
sea of suburbia lapping at the shores of 
the real city, but many of its inhabitants 
are either moving in to reduce transport 
costs, or out to enhance environmental 
quality (as they fondly believe, or are 
persuaded to believe by their peers or 
developers). Finally, Riess does not 
recognise the transformation of US 
suburbia in the larger cities into a 
clustering of domesticity around its own 
downtown, giving rise to polycentricity 
or what I have termed the Decentral 
Business District, or DBD.2 

All of these city types and their overlaps and 
quirks and peculiarities and similarities ... 
have one thing in common: streets. Why do 
they have this? In three words: access, 
cohesion and, ironically, separation. Separa-
tion differs from place to place: in the 
medieval town, lingering in today's Mediter-
ranean town, frontages were often close 
enough for hands to touch across upper 
storey windows: in the US the distance 
between them varies between a wide street 
with large, unfenced, front 'yards' to a 
superhighway. At the same time these streets 
have always been the adhesive holding 
together the disparate elements of the city 
and, as play spaces and places for conversa-
tion, helping to cohere communities. 

But, a characteristic of transport on these 
streets is differentiation: the mix of means of 
transport obeys market forces or, given a 
more enlightened government, what the state 
subsidises for the sake of the larger commu-
nity. Surprisingly, differentiation operates 

John Roberts Dip Arch BA RIBA MCIT 
MIHT founded Transport and 
Environment Studies (TEST) in 1972 and 
has directed it since then. He has 
taught at Oxford Polytechnic and 
University College, London, and spent 
eight years with the Greater London 
Council and three with Liewelyn-Davies, 
Weeks and Partners. 

then, too. To illustrate this, in Riess' walking 
city the majority walked. But others had 
horses, or carriages which would take them 
further, or faster, than those on foot. In his 
industrial radial city, large chunks of which 
remain with us today, walking would be 
important locally, and at more distant 
destinations; between the two there would be 
trams and, later, trains and buses. The 
affluent would still use their carriages until 
the car arrived, a mode they would monopo-
lise for a long time. When Riess' suburban-
ised metropolis arrived, it did not so much 
depend on the car, it was created by the car. 
At this stage differentiation was to do with 
the type of car one drove, or was driven in. 
But there were still large numbers who used 
trams, buses or railways; many cycled and 
even larger numbers still walked. Polycen-
tricity is like a string of mini-suburbanised 
metropolises which could represent the 
ultimate in democracy where everyone drives 
and uniqueness of the individual converts to 
sameness. Or, rather unlikely, because each 
DBD is relatively small in relation to the size 
of the entire city, it could team up with the 
walking city concept, stimulating a return to 
variety, inspiration, individuality and 
difference in life styles and people. 

If we leap to 1989, Riess' apparent devel-
opmental process starts to become shaky. 
Why? Are there not a majority of households 
now owning cars? Is not the Thatcher gov-
ernment recognising this by minimalising 
support for public transport? Let us consider 
four points before we go any further. First, 
increasing numbers of people are recognising 
that the car should be seen as an object of 
archaeology. Second, while a majority of 
households have access to a car, far from a 
majority of the population have access to a 
car. Third, walking trips in urban areas like 
London are greater in number than all other 
trips made there. Fourth, if access is what 
streets are about, how should their space be 
equitably distributed between different 
transport modes? Let's look at each of these 
a little more closely. 

CARS AS ARCHAEOLOGICAL SPECIMENS 

Archaeology begins, one might say, where 
efficacy leaves off. How might an effica-
cious car be defined? Well, it would carry 
many people, whereas in Britain it carries on 
average 1.89 people. It would use energy 
sparingly, instead of profligately as it does in 
most countries. It would not pollute the air 
we breathe, while now it emits more nitrogen 
oxides than any other source (during the 
period 1974 to 1982 N 0 2 from all sources 
decreased by 3%; N 0 2 from road sources 
increased by 12%); motor vehicles emit 16 
times as much carbon monoxide as the next 
largest source, and this gradually oxidises to 
carbon dioxide, loved by greenhouses; the 
amount of carcinogenic hydrocarbons 

emitted by road transport is nearly as great as 
industry, the largest source3. Our efficacious 
car would not harm anyone, whereas it killed, 
often homicidally or through manslaughter, 
6,000 persons in 1984 against the 400 
officially found guilty of those offences. It 
would use space carefully, whereas it vora-
ciously consumes the few bits of white land 
and green land we still have. And, it goes 
without saying, it would carry us speedily 
and comfortably between A and B: as I 
deliberately don't have a car, I am constantly 
amazed when I do get in one how difficult it 
is to do that, and how I have to push my feet 
through to the engine to have any hope of 
feeling comfortable. As for moving speedily, 
well, I don't think I need to say much on that 
one, except to point to the express coach to 
Birmingham, using the M l and M6, which 
takes 2 hours 30 minutes against the train's 1 
hour 15 minutes. Perhaps some of you use a 
car in London? 

No, it is an object of such inefficiency it 
can only be compared with the majority of 
husbands. It is interesting how a symbiotic 
relationship has evolved between the two, for 
women driving cars are still way in the mi-
nority. And men still constitute the majority 
of decision-makers, so naturally the car 
continues to be the favoured, if expensive, 
mistress, payment for whom is ever more 
roads, car parks and urban destruction, more 
asthmatics, more deaths, more takeovers 
from the US of A. 

ACCESS TO CARS 

In 1986 63% of GB households had access to 
one or more cars, and there were 20.8 million 
households. At a household average size of 
2.6 persons, 20 million people were without a 
car at all. If we take the one-car only 
households (45%), and because the house-
hold car tends to get used for work journeys 
by one member, during working hours 
around 1 to 1.6 persons did not have access 
to it - a further 10 to 15 million. It is not 
unreasonable to estimate that 30 to 35 million 
people (55% to 64% of the GB population) 
did not have access to a car during working 
hours; some of these were children or very 
old, some were bedridden, some in prison .... 
but the message stands. Outside working 
hours the picture would 'improve', if that's 
how you feel about cars. Concern about this 
apparently unacceptable situation has led 
DTp to calculate that the car population will 
increase by between 83% and 142% by the 
year 2025: They almost immediately used 
this as justification for proposing a £12bn 
expenditure on roads - should we be ecstatic? 

DOES ANYONE STILL WALK THESE DAYS? 

Werner Brog, a consultant sociologist in Mu-
nich, has shown the continuing importance of 
walking from the 1976 and 1982 'Kontiv' 
surveys in Germany. In 1976 walking was 
33% of all trips in Germany, and in 1982 it 
was 27%. The 6% loss went 2% to cyclists, 
1% to rural public transport, and 3% to car 
users. 

In Britain, according to the 1985/6 

9 URBAN DESIGN QUARTERLY JUNE 1 9 9 0 



square met res /pe rson moved 

0 10 20 30 40 50 60 70 80 90 100 

km/h 

Car, 1.85 passenger Walk, 1 pe rson 

DD bus, 15 passenger Mini bus 8 passenger 

Figure 1 above shows the space occupied by one person in square metres according 
to the mode of transport used and the speed of travel 
Figure 2 below shows what people think of environmental conditions in three 
locations. 

National Travel Survey, 83% of journeys 
under one mile were on foot; 16% of 
journeys between 1 and 5 miles were on foot. 

HOW IS MOVEMENT SPACE DISTRIBUTED? 

Inequitably, is the simple answer. Consider 
Figure 1. It took some time to produce, using 
formulae of Smeed's 25 or more years ago, 
and shows the space occupied by one person 
according to the mode of transport used and 
the speed at which it was travelling. The 
absurdity of the car in a high density country 
is quickly apparent. The range of walking 
speeds means this curve is tiny. Both the 
buses have been calculated with very small 
conservative occupancy rates - their curves 
would be even flatter if occupancy was 
higher. 

Despite the clarity of this diagram, we 
allocate inordinate amounts of space to the 
car, and comparatively minute amounts to 
people walking, despite this being the mode 
for the majority of trips in London. The 
economical buses, if given continuous bus 
lanes unencumbered with the selfish, would 
make excellent use of just two lanes within 
say a four lane road. The other two lanes 
would presumably have to be given to the car 
to prevent political apoplexy and (they 
believe) massive swings to the another party, 
though they would best be used by essential 
vehicular movers like those delivering and 
collecting. 

CONFLICT BETWEEN ACCESS AND 
ENVIRONMENT 

I would now like to tell you about an 
anomalous situation. It concerns research we 
have been doing for three years to show how 
different means of transport can coexist in the 
same street space. The anomaly is that this 
research would be unnecessary if we had 
better sorted out the distribution of 
movement space within cities - in ways 
which are outlined in the concluding parts of 
this talk. 

1 - Very Sat is factory 2 2 . 5 3 3 . 5 4 
5 - Very Unsat is factory M e a n R e s p o n s e 

— Ha l i fax Slough - * - Shef f Fri Shef f Sat 

Good Hating 
Look of Vehicles 

Noise Levels 
Exhaust Fumes 

Safety Moving About 
Ease of Movement 

Crowding 
Room for Peds & Veh 

Move Over for Veh 
Time to Avoid Veh 

Vehicle Speed 
Vehicles In or Out? 

Buses Only 
Half No. of Buses 

Poor Rating 
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The research originated in a recognition 
that if you improve a street's environment, 
mainly through pedestrianisation or traffic-
calming, you normally worsen access to it, 
particularly by bus. We believed this conflict 
was frequently without foundation, for buses 
and pedestrians could often be observed to 
coexist reasonably happily within the same 
street area. We have now done studies in 
eight English and Scottish towns and cities, 
and have a reasonably functioning predictive 
model which can be applied to localities 
contemplating a mix of buses and 
pedestrians. Later, we hope to make it 
forecast mixes of say cyclists and cars, or 
cyclists and pedestrians. 

At each of the eight locations the same 
methodology has been used. A range of 
behavioural and environmental 
measurements has been made, together with 
street interviews to determine people's 
attitudes and perceptions of the qualities of 
the street. A video camera is mounted high 
above the street to observe behaviour; noise, 
bus speed and pedestrian density are 
measured at street level. In the interviews, 
respondents are asked what they think of 
environmental conditions, and whether they 
feel safe in the street. Figure 2 gives the 
responses to the questions at three of the 
eight locations; the responses correlate 
closely with the conditions we observed. 
Two measures have been developed which 
may interest you, and one is shown in Figure 
3: the cross-sectional utilisation of the street 
according to the extent it is shared between 
pedestrians and vehicles and time of day 
(results of the entire three-year study are 
described in considerable detail in the final 
report to our Passenger Transport Executive 
sponsors.4 

IS THERE ANOTHER WAY? 

In January I gave a paper to the Annual 
Conference of the Institute of British 
Geographers. It was entitled Car Precincts. 
I developed an idea that if we had special 
places for pedestrians, called pedestrian 
precincts, why not ones for cars? I was quite 
clear in my own mind that cars needed to be 
catered for. Why? They provide: 

a tax-offsettable perk. 
• a toy and/or an aphrodisiac for men. 
• an outlet for agression if you don't care 

for football or cock fighting. 
• security and independence for women. 
• something occasionally needed where 

there is no alternative to travelling, nor to 
a car to achieve the journey. 

The last two items require a discussion on 
their own, but the first three I felt could 
happily be satisfied within these special 
precincts. Having decided car precincts can 
prevent most of us from becoming 
automatons, let us consider the various forms 
they could take, and possible locations. 

Motorways, because they are already 
selective, would be ideal for our purposes. 
They could be used in part for pile-ups and 
other kamikaze acts, and part for storage. 
Once they were filled with vehicles, all 

% TOTAL PED EST R IA N 8 

| 6 8 7 8 9 10 11 | 12 
STREET PROFILE (IN METRES) 

TIME 

• I 0t.30 E53 oa.ao E D 10.45 

E 2 1i.4« C D 14.00 B 3 tfi.OO 
Arrows Indicate position of roaa 

O r u « 
mm tt.oo 

* TOTAL PEDESTRIAN8 

• 8 10 12 
STREET PROFILE (IN METRES) 

TIME 

• I 09.00 ESS 10.00 E D 11.16 
firrn 13.* CZ3 14.30 E 3 ia.30 

A/rows indicate position of rcaa 

12.1s 

mm ie-3o 

% TOTAL PEDESTRIAN8 

fi 10 12 14 18 18 
STREET PROFILE (IN METRES) 

• I 01.30 E 2 io.4« 

E 3 u .oo ( Z j 1c.1i 

Arrows indicate position of roaa 

TWE 
E j 11.00 
ES3 W.tt 

ES2 13.00 

Figure 3 showing the cross sectional illustration of a street according to the 
extent it is shared between pedestrians and vehicles during the day. 
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Plan of Coreglia Antelminelli at top (3000 people) and Vitiana below (1100 
people) showing how vehicles are excluded from most of the community. 

Pedestrian Streets 

Trafficked Streets 

Buildings 

Piazza Parking 

access would be cut off. If say half their area 
was used for storage, I estimate they could 
accommodate 4 million cars. Having 
disposed of a considerable proportion of the 
car stock, it is easier to accommodate what is 
left in delectable urban car precincts, catering 
for every taste and perversion. 

Clearly there would be Henry Ford 
Memorial theme parks. Most would be 
devoted to a single theme, because of the 
plethora of opportunities. Dagenham would 
be a giant among theme parks; not just the 
old works site, but the fields around that were 
used for growing cars, and a stretch of the 
River Thames. There would be untold fun: 
the river would naturally be used by people 
with an aptitude for driving off jetties, but 
also to simulate a beautiful beach where 
sandwiches are taken in the front seats of 
cars, the only sound an engine ticking over, 
the only smell the sea mixed with nitrogen 
oxides and hydrocarbons. 

But I dwell too long on Dagenham's 
wonders. Multi-storey car parks would 
become a mecca for some. There would be 
no constraints on use of the lifts. Games of 
'chicken' could be played going up the down 
ramps. Hunt the lost motorist would be 
favoured once it got dark, and there would be 
endless competition and laughter seeing who 
could first penetrate the outer barrier on the 
upper levels. There would be trials of 
strength - who could hold up the car whose 
jack suddenly failed - and more scientific 
experiments like how many emergency stops 
could an unstrapped child on the rear seat 
survive? 

Another area could simulate the 
excitement of the open road - high speeds, 
violent overtaking. Advanced Motorists 
knocking down plastic old ladies while 
unadvanced ones did in the real thing, 
abundance of alcohol and drugs, accidents 
ranging from a dented bumper to auto-da-fe. 
In fact, urban versions of stock car racing. 
Except for one important difference: there 
would be nowhere else to drive, no 
alternative road network. 

To return to the slightly more prosaic, if 
there were a lot of road left over, what might 
it be used for? Why, it would be converted to 
playgrounds for children, to growing wheat 
and raising sheep, to rock concerts, fairs and 
festivals, anti-government water pistol 
demonstrations - in short, to bread and 
controlled circuses. What would the society 
be like? To an extent it would have returned 
to Victorian values. It would not be too long 
before buses, tubes, trains, and the statutory 
undertakers were returned to the public 
sector. Bike manufacturers and shoemakers 
would reclaim their proud position within 
society. Boys and girls would fight for the 
rear seats in cinemas when it was cold and 
patches in cornfields when it was not. Fresh 
food would return to corner shops; fast food 
would slow down. Multinationals would 
retreat to their ratholes. Politicians might 
even have to consider the people once they 
ceased to be absorbed by traffic jams, other 
people's secretaries, the profits of farmers 
and Green Belt developers and, of course, 
massive support for the motor lobby. 
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In October I elaborated on these themes, 
with the advantage of wisdom accumulated 
over eight months. No longer these wild 
flights of fancy, but a solution at once more 
rational and achievable. In a discussion 
paper on what Britain could learn, in 
transport terms, from mainland Europe, 
commissioned by the Rees Jeffreys Road 
Fund, I discussed the future of cities where 
car deaths had reached epidemic 
proportions5. What might happen if you find 
you have a vehicle population deficient in 
cars? 

Effectively, my answer to the question 
was: you return to the walking city. It may 
be you introduce policies that bring this 
about, or it may bring itself about because of 
a fear of air pollution, shortened lives, 
domination of the urban scene by cars - or, 
the two might act together. 

First I examined four Italian settlements, 
all within the region of Tuscany- Florence, 
Lucca, Coreglia and Vitiana, with 
populations of 450,000, 90,000, 3,000 and 
1100 respectively. All, it seemed to me, had 
decided to control the excesses of automania 
and, if they had got this far, they would 
probably control its abscesses too. 
Common to all is a positive approach to 
vehicle exclusion in places with genius loci: 
the centres of the first two cities, and much of 
the urban fabric of the latter two, both of 
which are rigorously preserved under Italian 
law. Florence achieved it by an overnight 
mayoral declaration; Lucca achieves it by 
confusion - they keep moving the restricted 
area goalposts so it is better just to get out of 
your vehicle and walk. The other two have 
the advantage of streets so narrow that only a 
Fiat 500 or Lambretta truck could get up 
them, but they do not do so very often. 

Ruminating on this Italian settlement 
hierarchy, and its attitude toward the car, I 
then looked at British settlements and saw 
they already had a structure amenable to 
change. Little had to be done to make them 
work, little money had to be spent, or other 
precious resources used. Effectively, their 
transport systems were reversed, as has 
recently happened in Bordeaux in France. 
So, instead of cars reaching every front door, 
the streets were narrowed so they suited 
people walking and biking and getting about 
with disabilities. The remaining space was 
used, as I started this talk, for games and 
conversation; perhaps parts could be used to 
grow vegetables and fruit (it is being 
proposed that many small parks will be 
created in the Champs Elysees when they 
have been cleared of cars). As people would 
still want the occasional grand piano 
delivered, or would set their house on fire, 
vehicles would be given a strictly controlled 
facility to pass barriers on this fine mesh 
network. There would also be a medium 
mesh network carrying buses and light rail, 
and the service and emergency vehicles: what 
used to be called a district distributor. Cars 
would use the broad mesh system, often 
taking the form of a ring road, with car 
parking silos over public transport 
interchanges. Figure 5 shows how the 
principles were applied to the actual street 

« C o l l e c t i v e T r a n s p o r t S t o p 

(§) C o l l e c t i v e T r a n s o o r t S t o p 

a n d Ca r P a r k 

network of an existing city in Britain. 

CONCLUSIONS 

I hope I have shown you that streets 
should be places which, in their static 
function keep us apart sufficiently to 
ensure privacy and bring us together 
when we want to talk to or play games 
with our neighbours. In their collective 
function they allow us to walk and cycle 
and move easily to the public transport 
stops; they also enable bulky things to 
be delivered and collected, and the 
emergency services to reach us when 
we need them. The last thing we need 
them for is cars, but we have lost sight 
of this in our headlong rush to follow the 
dictates of our peer group and the 
advertising agencies. 

Allowing cars to dominate not only 
distorts our streets physically, it leads 
to the demand for other routes, 
everywhere, on which they can run. And 
that leads not just to the environmental 
destruction that is now very well 
chronicled, it means our cities cease to 
be what they were built for - as 
delightful places that facilitate culture, 
in the widest sense of the word, and the 
exchange of ideas and goods. 

I certainly want this. I just hope 
there are sufficient people around to 
help with the return to civilisation. • 

P e d e s t r i a n s a n d C y c l i s t s 

• C o l I e c t i ve 

m m All Tra f t i e 

Figure 5 showing how principles of 
movement hierarchy used in Italy could 
be applied to the street network of a 
city in Britain. 
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TRAFFIC CALMING FOR LIVABLE STREETS 
ENGINEERING STANDARDS OR CREATIVE DESIGN? 

By Tim Pharoah 

Tim Pharoah is a Senior Lecturer in 
transport planning at South Bank 
Polytechnic in London,. Readers may be 
interested in his recent publication (with 
John Russell) "Traffic Calming: Policy 
and Evaluations in the Three European 
Countries", available price £4 from 
Department of Planning, South Bank 
Polytechnic, Wandsworth Road, London 
SW8 2JZ. 

Creative design of public urban space 
has been hijacked by the rigid and 
insensitive imposition of traffic 
engineering standards. In striving to 
achieve uniform standards of road 
layout, materials, signs and street 
furniture, traffic space has become 
increasingly divorced from urban 
architecture and civic design. Such an 
approach may be justified on safety 
grounds when designing segregated 
transport systems like railways and 
motorways, but most urban streets 
perform multiple functions and their 
design should also be multi-faceted. 
Such a holistic approach to street 
design has been developing in several 
European countries linked with 
techniques commonly referred to as 
"traffic calming". 

In theory, the design of public spaces should 
follow the procedure: 

FUNCTION - - OBJECTIVES - - DESIGN 

The definition of street function, however, 
has narrowed to that of the passage of traffic 
and the parking of vehicles. While effort and 
expense may often be given to the design of 
individual buildings and facades, the surfaces 
and spaces between them are ignored from 
every viewpoint except traffic. The creation 
of an attractive environment in which to carry 
out other legitimate activities such as 
strolling, looking, chatting, listening, window 
gazing, pram pushing, playing and learning 
has been compromised by the demands of the 
twentieth century 'space invaders' - motor 
vehicles. Verges and gardens are converted 
to parking, footways are narrowed to fit in 
another traffic lane, corners of buildings are 
cut off to meet sight-line requirements, metal 
guard rails create pens for pedestrians, a 
forest of poles support signs, signals, and 
street lights, and the ground is patterned with 
white and yellow paint in the style of 
"traffique grotesque". What chance does 
architecture have behind this all 
pervasive clutter? 

The space demanded by the car and other 
vehicles has eroded space for pedestrians and 

for amenity. The car is a great waster of 
space, and much urban space is wasted on it. 
Buildings can no longer define the shape and 
scale of public space. The concept of "urban 
rooms" and "corridors", in which floor and 
walls are designed together, and bridged with 
nature's own ceiling - the every changing 
sky - is still applied in pedestrian areas, but 
rarely in other places. Elsewhere urbanity is 
in retreat. Urban space is dictated and 
defined by traffic and highway standards for 
parking, access roads, kerb radii, turning 
circles, stop lines, lane widths, refuges, 
crossings, and so on. Yet even if the 
presence of motor vehicles is accepted, the 
space provided for vehicles is often excessive 
and inefficiently used. 

It is time for local authorities to embark 
on a programme of "space reclamation" in 
urban streets, to bring them back to life. 
There is enormous potential for converting 
carriageway space to more profitable, and 
more attractive use. First, however, we have 
to abandon the outworn notion that our traffic 
problems have to be tolerated only in the 
short term, until that glorious day when 
adequate capacity will be provided, and no 
longer will there be any traffic jams or car 
park queues. We all know now that this day 
will never arrive. More road capacity simply 
reproduces the same problems on a larger 

scale. 
There is a lot of surplus carriageway 

space which provides neither traffic capacity 
nor space for other activities or amenity. 
Traffic capacity is determined by key 
junctions in the road network, not by the 
width of the streets that run between them so, 
except at these key junctions, single file 
traffic in each direction is often sufficient. 
This happens anyway, even when streets are 
marked out with two lanes in each direction, 
because kerbside space is occupied by 
vehicles parked or loading. 

Space is taken up not just by the volume 
but also the speed of traffic. The faster the 
traffic, the more space must be provided to 
allow its safe passage. The more space that is 
provided, the greater the encouragement to 
speeding. In urban areas, the blanket 30mph 
speed limit has led to a uniform approach to 
street design and does not allow priority to be 
given to non-traffic activities. In streets with 
a residential function 30mph is too fast. 
Speeds of 20mph or lower are not only safer 
but also require less vehicle space. On main 
roads too, carriageways can be reduced in 
size provided speed is not the priority. Once 
it is accepted that priority should be given to 
living rather than traffic, to pedestrians rather 
than drivers, a whole range of possibilities 
open up for making streets more livable and 
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Figure 1 to left. Surplus carriageway can 
be reclaimed to bring streets back to 
life. 

more attractive. Such a reversal of priorities 
occurred in the Netherlands in the mid-1970s 
and has now been followed in Denmark, 
West Germany and other north European 
countries. 

How do we proceed? It is first necessary 
to agree on the functions appropriate to 
different urban spaces, and where traffic 
conflicts with living, priorities must be 
determined. 

TRAFFIC TERRITORY 

The volume, speed and behaviour of traffic 
are variables that can be controlled or 
influenced through design and other means. 
The agreed traffic territory consists of 
motorways and perhaps other roads with no 
frontage development, where traffic and 
engineering standards can be justified to 
provide for safety, capacity and speed 
(though there is little agreement on how fast 
above 50mph such roads should be designed 
for). Surface materials, signs, lighting and 
landscape all need to be designed for road 
users travelling through the space behind a 
windshield at 70 feet per second or faster. 

PEDESTRIAN TERRITORY 

At the other end of the scale there is also 

Figure 2. In streets with a residential 
function, 30 miles per hour is too fast -
30 mph has a fatal flaw. 

much agreement that vehicles are 
inappropriate in pedestrian shopping streets, 
footways and parks, and that speed should be 
"designed out" of mews courts, culs-de-sac 
and similar "pedestrian priority" spaces. 
Here, spaces can be arranged in scale with 
people, buildings and plants. Materials can 
be chosen and signs can be designed to be 
appreciated and read at close distance, and at 
walking speed. 

Early efforts to counteract traffic 
domination of residential areas relied on the 
physical segregation of pedestrians and 
vehicles, for example the "Radburn" layout. 
In the early 1970s the Dutch recognised that 
full segregation was impossible even if it 
were desirable, and so developed the 
"Woonerf ' where all road users have equal 
priority within a shared space. More than 
7,500 streets in Dutch towns and cities have 
been converted to "Woonerven". The 
Woonerf has been a great success and 
popular with most people, but in the 
development of a general policy for "living 
areas" it is now seen to be too costly and too 
drastic for universal application. 
Nevertheless, shared spaces are still 
appropriate where the costs of street 
reconstruction can be justified, and 
depending on the mix of pedestrians and 
vehicles. 

In between the purely vehicle and purely 
pedestrian environments lies the disputed 
territory where space is parcelled out between 
vehicles and street activities. This disputed 
territory accounts for the great majority of 
urban public space and in a substantial 
proportion of this, traffic has currently got 
the upper hand. 

A SPEED STRATEGY 

There are many variations and possibilities in 
deciding on the functional priorities of 
streets, but several countries have adopted a 
simple classification of urban streets into 
"traffic" streets and "living" streets. This 
classification is used to develop a strategy for 
speed management, and also for design. In 
provided for vulnerable road users 
(pedestrians and cyclists) and priority can 
also be given to public transport. In such 
streets it is not necessary to have continuous 
priority for traffic over other functions. For 
example, in shopping areas through traffic 
can relent and expect to travel more slowly, 
to give way to pedestrians and to vehicles 
seeking access to frontage premises. Slower 
speeds can be encouraged by using narrower 
carriageways, tightening corners, keeping bus 
stops in the main running lane and other 
measures. A 10 metre four-lane carriageway 
has almost the same traffic capacity as a 13 
metre carriageway, and at 8 metres capacity 
drops by only 5-10% but a third of the space 
is saved. In narrow streets, more imaginative 
design is necessary, but on the other hand the 
savings in space are more valuable. 

There are merits of safety and readability 
in having standardised signs and markings in 
"traffic streets', but there is nevertheless 
plenty of scope for improving design and 
reducing clutter. Where priority is shared 
with shopping and other activities, a more 
comprehensive approach to the design of the 
street is required. For example different 
surface materials can convey different 
functions in an attractive way, and bollards 
can be more attractive than railings. 

To bring residential streets or "living 
areas" back to life vehicle speeds can be 
reduced to a maximum of 20mph, not just by 
a change in the legal limit, but by physical 
redesign of the streets themselves. Traffic is 
a lot less threatening at 20mph, and at that 
speed it is easier to persuade drivers to be 
tolerant and accepting of vulnerable road 
users. If speeds are limited to 20mph, 
casualty reductions of 40-50% may be 
expected. A pedestrian hit by a car at 20mph 
has a 90% chance of survival, but a 
pedestrian hit by a car at 30mph as a 90% 
chance of being killed. At steady driving 
speeds of 20mph, exhaust emissions and fuel 
consumption are reduced, and noise 
reductions are equivalent to halving the 
volume of traffic. 

At 20mph or less most of the trappings of 
traffic - lane markings, signs, barriers, 
refuges, tall lamp standards - can be 
dispensed with. The space can become part 
of the townscape, rather than just a tentacle 
of the traffic network. The street can be 
converted to convey to the driver that a slow, 
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calm and tolerant style of driving is 
appropriate. 

A change to 20mph maximum speed 
allows space to be designed for pedestrians, 
cyclists and amenity. Residents' parking is 
usually accepted except where demand 
exceeds the space available. Essentially, the 
defined "living" streets are taken out of the 
"disputed territory". Traffic is allowed but 
drivers are encouraged to respect and give 
way to the other activities in the street, and to 
adopt a calm style of driving. This will mean 
less noise, pollution and injuries, and more 
freedom, tranquillity and enjoyment for users 
of the street. Once these priorities are 
established a new design convention can be 
pursued. 

LIVABLE STREETS 

By careful design of the various elements 
(including surfaces, materials, colour, layout 
of the surface area, landscaping, optical width 
and length) the overall appearance and feel of 
the street can help to change toe driver's 
attitude from "make way" to "excuse me". 
The design reinforces the message to drivers 
that they should behave as "guests" in the 
street. 

The layout of the street, the division of 
the surface area between gardens, footways, 
planting, play areas, parked and moving 
vehicles, can all be determined as part of the 
overall townscape rather than simple 
conformity to traffic geometry. Signs are not 
needed, lane markings and centre-lines are 
not needed. Lighting can be more sensitive 
to the scale of the surroundings. Asphalted 
areas can be unsealed and planted with trees 
and shrubs. More varied and interesting 
materials and street furnishings can be 
employed. 

With the focus of the design process 
shifted from traffic and highway engineering 
and urban design, architecture and landscape, 
the life of the street can begin to reassert 
itself. Children can cross the road to their 
friends free from the dangers of speeding 
cars, people can pause to chat, or simply to 
enjoy the scene, the weather or whatever. 
(There appears to be no word in the English 
language which conveys the passive 
enjoyment of the environment!). Life can 
develop in public spaces, and the design of 
public spaces in turn can develop without the 
oppressive influence of traffic rules. A new 
dialogue can open up on the design or urban 
streets. 

THINGS IN THE STREET - NICE OR NAFF? 

What things does the designer have to work 
with? The most important design elements 
are those that guarantee slow maximum 
speeds and a calm style of driving. A 
maximum speed of about 20mph must be 
ensured by physical means. Low traffic 
volumes are also desirable in "living" areas, 
but not always easily attainable, at least in the 
larger cities. 

The basic techniques are becoming well 
known: changes in level and direction, 
carriageway narrowing, restrictions of 
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Figure 5 at top. Speed Tables used in Berlin. 
Figure 6 below. Examples of traffic calming measures in Cologne. 

forward views. Unfortunately, in the UK 
unsightly examples of these features are 
becoming too well known, and well disliked. 
The standard speed hump or "sleeping 
policeman" laid out kerb to kerb certainly 
slows traffic at that point, but it does nothing 
to enhance the appearance of the street, or to 
convey to the driver why a slow speed is 
appropriate. To the contrary, since the legal 
maximum speed remains at 30mph, the 
insertion of humps which cannot be 
negotiated at that speed causes resentment 
and confusion amongst drivers, the legally 
required sign at the beginning of a series of 
humps merely warns of an obstruction in the 
road; it does not indicate to drivers how they 
are required to behave, or why. The UK 
hump regulations do not even require drivers 
to be told what speed is intended, and drivers 
must presumably learn by trial and (broken 
exhaust pipe) error! 

Chicanes and narrowings similarly are 
unsightly and less effective if achieved using 
"traffic equipment" such as illuminated 
bollards, painted kerbs, arrow boards, white 
hatch markings and warning signs. The use 
of such equipment is a substitute for design. 
If it is necessary to tell a driver in writing to 
slow down or to beware of children, this also 
signals a failure of design. 

LESSONS FROM EUROPE 

Humps and ramps are employed widely in 
the Netherlands and in north German cities, 
but they nearly always form part of a wider 
set of measures including a narrowing of the 
carriageway, footways continued at the same 
level across junctions, and reductions in the 
"optical width" of the street through the use 
of trees and other planting. In Berlin and 
other West German cities, humps consist of 
raised rectangular sections of the carriageway 
("speed tables") which require cars to slow, 
but which allow cycles and buses to pass 
unhindered. Chicanes are less easy to design 
in a satisfactory way and good and bad 
examples can be found in other countries. 
Some designers in West Germany no longer 
use chicanes, which they feel can spoil 
traditional townscape. 

The most sophisticated traffic calming 
designs dispense with words, markings and 
signs, and colour is used only for aesthetic 
enhancement, not to meet some technical 
requirement. Particularly good examples of 
this approach can be found in Cologne 
(Nippes and Neustadt-Nord districts) and in 
Berlin (Moabit and Charlottenburg districts). 

Progression towards a more integrated 
concept of design, which achieves multiple 
objectives of transport, access, safety, 
environment and amenity, is unlikely to be 
achieved without a multi-disciplinary 
approach. There are simply too many diverse 
and conflicting interests in an urban street to 
be reconciled from a single standpoint. 

A major lesson learnt from traffic calming 
experience in Europe is that public 
involvement is essential. Transport proposals 
and plans often attract public attention from 
interest groups, but almost everyone takes an 
interest in their immediate locality. If 

contractors start digging up the street outside 
people's homes without those people having 
been party to the decision, the scheme will be 
in danger of being misunderstood and 
blocked by public opposition. More 
important, residents have a detailed 
understanding of the way in which the street 
works, and can therefore help to develop the 
best design. In the final analysis, it is the 
residents who have to live with the design. 

ADVOCATE, INNOVATE, EVALUATE 

Finally, the traffic calming approach is 
still relatively new, and as yet has hardly 
begun in the UK. There is therefore a 
need to encourage innovation amongst 
local authorities, and to set up 

independent evaluations of various 
approaches and design techniques. 
There is an immediate need to 
assimilate the vast array of experience 
already gained by our European 
neighbours. The lesson contained in 
this paper is that traffic calming is 
effective and popular only if it is 
associated with the creation of a more 
attractive and (as John Roberts puts it) 
"user friendly" living environment. The 
need to learn is uigent, before large 
sums are spent creating inefficient and 
unattractive street designs, and before 
traffic calming becomes irreversibly 
associated with "giving people the 
Hump". • 
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THE LONDON TRANSPORT ASSESSMENT STUDIES 
WHAT NOW? 
By Dr Martin J H Mogridge 

In November 1984 , as part of the 
preparation for the dissolution of the 
GLC, the Department of Transport 
announced that it had set up four 
assessment studies (A.S.) into the best 
way of relieving the traffic congestion in 
four corridors; the East London A.S. 
would cover the route between the A 1 
at Falloden Way and the Blackwall 
Tunnel; the West London A.S. between 
the end of the M 4 1 at Shepherds Bush 
and a new crossing of the River Thames 
at Chelsea; the South Circular A.S. 
would cover the entire route from 
Chiswick to Woolwich; and the South 
London A.S. would cover the route from 
the end of the M23 to the South 
Circular. 

This should be seen in the context of the 
Department's contemporaneous designation 
of a strategic road network, so that, besides 
its own trunk routes in outer London, it then 
controlled most of the former Metropolitan 
roads in inner London. 

The Department soon found, however, as 
Stage One progressed to delineate the 
problems and suggest tentative solutions, that 
a large proportion of the population wanted 
public transport to be included in the studies, 
and that the GLC and most of the inner 
Boroughs refused to cooperate in what was 
seen as a road-building programme. Far 
from being a quick study as envisaged in the 
initial briefing, the Stage One reports were 
thus not produced until November 1986. 

It was not until after the abolition of the 
GLC on April 1 1986 that the Department 
were able to use the strategic transport model 
that the GLC had been developing for the 
previous 21 years, or to gain access to its 
database. 

The terms of reference for Stage Two 
were published in July 1987. Stage 2A was 
concerned with the identification of a range 
of transport options which, in the opinion of 
the consultants, may be relevant to 
overcoming the problems identified in Stage 
One, and the application of a simple selection 
process to eliminate the least feasible 
options; the Stage 2A reports were published 
in June 1988. Stage 2B developed the 
options the consultants felt to have the 
greatest potential, evaluated them using the 
transport model and made recommendations 
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as to which should be implemented; the Stage 
2B were published in December 1989. 

After a brief consultation period of ten 
weeks (including the Christmas break), an 
even briefer period of reflection, the 
Secretary of State announced on 27 March 
1990 that all the road construction proposals 
would be scrapped. 

This was presented as a decision taken in 
the light of the vast number of objections to 
new road construction received in the 
consultation process (30,000 or up to 100,000 
depending on whose value one takes) and 
thus a democratic decision rejecting what 
were after all merely consultants' proposals, 
not the Government 's. No mention was 
made of the forthcoming May Borough 
elections, at which the issue may well have 
figured prominently. 

This sequence is all very reminiscent of 
what happened to the consultants' proposals 
for major new road building arising from the 
London Traffic Survey of 1962 which were 
incorporated in the 1969 Greater London 
Development Plan, including the motorway 
box along essentially the same route as the 
corridors studies in three of the assessment 
studies. These proposals were, it will be 
remembered, dropped after the 1973 GLC 
election was fought and won by the Labour 
Party on a "Homes before Roads" platform. 
Some 38,000 objections were made at the 
GLDP Inquiry mostly on the road proposals. 
This time, however, the proposals have been 
dropped before the election, rather than after. 
It should be remembered, though, that the 
GLDP was not approved until 1976, and still 
included in the structure plan a substantial 
network of motorways, mostly in outer 
London. 

It should also be noted that the proposals 
this time are only for a set of four corridors, 
rather than being part of a comprehensive 
plan for the entire urban area. Other road 
schemes are still going ahead, and have been 
going ahead during the meantime, both as 
part of the Department's trunk road 
programme in other London following the 
GLDP and as part of the Docklands 
regeneration. Even this current rejection of 
the major roads option still included some 
£250M of road improvements in the 
corridors. 

And the Docklands roads include some of 
the most expensive roads anywhere; the 
Limehouse Link is £170M for a 1 mile, 2-
lane dual carriageway tunnel under the 
Limehouse basin, plus perhaps another 
£100M for rehousing etc.; it is not justified 
using the Department's own recommended 
technique of cost-benefit analysis but 
essentially on the basis of the provision of 
essential road links to ensure the regeneration 
of the Docklands area. 

The other part of the Department's 
London road programme, therefore, of some 

£1.9B on trunk roads, and the London 
Docklands Development Corporation and 
borough programmes of some £1B, over 
some unspecified period, should not be 
forgotten. 

PUBLIC TRANSPORT 

There is, however, one major difference now, 
the attitude to public transport. In the 
statement by the Secretary of State on 27 
March, the various current investment 
programmes for rail were recalled, a decision 
was promised on which of the cross-rail 
schemes would be presented to Parliament 
next November and a number of new 
proposals for extending the London 
Underground system, some of which were by 
taking over Network SouthEast tracks, were 
suggested. 

In the London Traffic Survey Phase 
Three report in 1968, and again in the 
London Rail Study of 1974, a version of 
cross-rail had been examined, as had a large 
number of other suggestions for improving 
the railways such as ring-rail, and the 
conclusion drawn that no substantial 
investment in new lines was required. In 
part, this was due to the steady decline in rail 
travel that had been occurring since 1947 on 
the Underground and since 1962 on the 
British Rail network. Indeed, up to 1984, 
there were proposals to shut down certain 
parts of the Underground, including one of 
the central London stations I use, Regents 
Park. 

In part, this was also due to the transport 
models then in use. These had a number of 
assumptions built into them which adversely 
affected the forecasting of public transport 
demand and led essentially to a continuation 
of the decline in public transport use. It did 
not seem worthwhile, therefore, to invest in 
new rail facilities. 

The 1985 GLC plan "Public transport in 
London - the next 10 years" was the first to 
sound optimistic about the future of public 
transport, but even that did not advocate 
substantial rail construction, though it 
suggested several schemes as warranting 
further examination. 

When the Central London Rail Study 
(CLRS) was set up in 1988, however, the 
situation had changed remarkably. The long 
decline in central London employment 
between 1962 and 1982 had reversed, and the 
fall in employment of 25% in the 20 year 
period had already been recovered in just five 
years. Peak Underground arrivals in central 
London (excluding transfers from BR) had 
fallen by 35% in the period, whereas BR 
arrivals had only fallen by 17%, but by 1987 
they were both almost back to 1962 levels. 
Most significantly, however, the total arrivals 
at central stations on the Underground, 
including transfers from BR, had already 
risen above 1962 levels by 5%, showing that 
a higher proportion of BR passengers were 
transferring for onward journeys. 

The forecasts of the increase to come in 
the next fourteen years ie. from 1987 to 2001, 
although at a much lower rate of increase, 
showed continuing large gains, especially in 
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Docklands as Canary Wharf etc came on 
stream. On top of all this, off-peak travel 
demand on the Underground had increased 
by well over 80% between 1982 and 1987, 
due to the introduction of the zonal pass 
systems by the 1981 GLC administration and 
subsequently by Network SouthEast (not 
mentioned in the CLRS!), which effectively 
give free marginal travel in the off-peak. 
Underground usage was therefore above its 
previous peak in 1947. 

It is perhaps not surprising that the CLRS 
brief was to examine ways to relieve the 
congestion on overloaded sections. Using 
cost-benefit analysis, a number of proposals 
were shown to have positive rates of return; 
of especial interest was the Thameslink 
Metro proposal, upgrading the reopened 
Snow Hill tunnel so that a more frequent, 
Underground-like service could be provided, 
which showed a benefit/cost ratio of 2:1. 
Some of this scheme is going ahead already 
with the closure of Holborn Viaduct station 
earlier this year and a new station, St Paul's, 
being built underneath; it is hoped to present 
a Bill for Parliamentary approval this 
November. 

The Canary Wharf consortium, Olympia 
and York, to ensure adequate access to their 
new development, agreed to provide 
substantial capital for the construction of a 
new tube line between Green Park and 
Stratford, via Westminster, Waterloo, 
London Bridge, Canary Wharf, subsequently 
diverting via the Angerstein Peninsula of 
North Greenwich and the new development 
there, before crossing the river again to 
Canning Town and West Ham. This means 
the closure of the Jubilee line section 
between Green Park and Charing Cross, and 
the abandonment of the extension to 

Aldwych, and tunnels at Ludgate and 
Fenchurch Street already constructed. 

This capital injection, however large or 
small it was (suggestions range from £150 to 
£400M payable in instalments after 
completion); was sufficient to divert the 
government to approve the £1B for this new 
line first and to prevent the simultaneous 
construction of other lines, on the apparent 
grounds that central London road traffic 
cannot stand the construction of more than 
one underground line at once. No wonder it 
has been said that Olympia and York are now 
the strategic planning authority for London! 

Docklands is already seeing the extension 
of the Docklands Light Railway from Poplar 
to Beckton. Further rail construction is 
expected, again driven by Docklands 
developments, with two further 
Parliamentary Bills for the next session; 
firstly the extension of the Docklands Light 
Railway from Mudchute on the Isle of Dogs 
via Greenwich to Lewisham (though the 
possible extension to Bromley has been 
rejected); and secondly the extension of the 
East London Line north via Bishopsgate and 
the old Broad Street track to Dalston and 
south via old and current track through 
Peckham to East Dulwich and possibly 
onward via Streatham Hill to Balham. 

Extensions of the Northern Line from 
Kennington to Streatham and Crystal Palace, 
and the establishment of the Croydon Light 
Rail Line are also actively being considered. 

The investment programme for London 
Regional Transport is already some £2.2B in 
the next three years, and that for Network 
SouthEast over the same period is some 
£1.2B. Most of this, however, is for 
replacement of old rolling stock (though 
admittedly to a higher quality), resignalling 

and lengthening of railway stations on some 
NSE lines. This should increase the capacity 
on the treated lines by perhaps some 15%. 

A POLICY FOR TRANSPORT 

All this, of course, does not amount to a 
transport policy. It is no more than reacting 
to the requirements of renewal and to the 
pressures of development, both in central 
London and in Docklands, and realising that 
road construction cannot possibly cope with 
the increase in demand for movement. It is 
worth noting that the increase in peak-period 
commuting to central London alone since 
1982 is more than the total number of 
commuters by car. 

It is perhaps worth reflecting why the 
number of commuters has risen so fast, after 
the period of decline. Evans and Crampton 
(1989) show that this was because of the 
structural change from manufacturing, 
wholesaling and distribution to financial and 
information services. Whilst much of the 
former has shifted, not only to the periphery 
of London and to the regions in Britain but 
increasingly to the developing world, the 
information revolution has meant an 
increasingly global network and the 
concentration of services in the megacentres 
of London, New York and Tokyo etc. 
Indeed, much of the argument about the state 
of the transport system in London has been 
concerned with the relative position of 
London as the European focus in competition 
with its rivals of Paris, Frankfurt (and now 
perhaps Berlin) etc. 

Whilst the losses from those industries 
which have declined have bottomed out, the 
gains from those which are rising may 
continue for some considerable time, even if 

Figure 1 Location of the Road 
Assessment Studies. 

Figure 2. Existing Jubilee line and the 
proposed extension. 
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an increasing proportion of workers in these 
new industries will eventually work from 
home via computer terminals (so-called 
telecommuting). 

Strategic transport policy assessment in 
London began with the London Traffic 
Survey of 1962 (if you omit the pre-computer 
modelling of the Royal Commission on 
London Traffic of 1906, Unwin's report of 
1933, Abercrombie's of 1944, and the 
London Travel Surveys by LT in 1949 and 
1954). The first model, for all its 
imperfections, showed quite clearly in 1968 
that it was quite impossible to cater for all the 
demand for movement by car, unless such a 
motorway network was built that much of the 
existing fabric would have to be destroyed. 

Thus the motorways planned in the 
GLDP could not cope with all the demand, 
and that was for the 1981 forecasts! As the 
GLC summary document noted in 1969, 
further growth in car ownership was expected 
beyond 1981, at a rate somewhat higher than 
the then current Government forecasts (this 
was based on my own work in 1967), so that 
the suppression of demand for car travel 
would increase. As a result, public transport 
would have to be maintained. 

This conclusion should have been 
obvious from Buchanan's report in 1963, 
which states quite clearly that it is impossible 
to cater for all the demand for movement by 
car in central and inner cities, so that a good 
and cheap public transport system is required 
for all those who cannot travel by car. 

Buchanan was, of course, a town planner, 
not a traffic engineer, though he had traffic 
engineers on his team. Smeed, who became 
Professor of Traffic Studies at University 
College London in 1966, had stated the 
mathematics of this position in his 1961 
paper, "The Traffic Problem in Towns" 
(reprinted in Town Planning Review, 1964). 
In his inaugural lecture, Smeed had stated 
that traffic speeds will fall to that level which 
is just tolerable, and all other travellers will 
have to find other methods eg. public 
transport, or other destinations, or not travel. 
Traffic would thus not grind to a halt, except 
exceptionally, because that would be 
intolerable. 

Transport economists have, however, a 
rather different view. Although saying the 
same thing, that traffic speeds fall until the 
journey becomes as equally unattractive by 
car as by the best alternative, this view leads 
to the concept that traffic speeds cannot be 
improved until the public transport system is 
improved, because there is a dynamic 
equilibrium between journey speeds on the 
public and private systems. 

That is, there is a definite reason why 
traffic speeds at any point in the city are at 
the speeds observed, and that this is not 
simply due to what people will tolerate but 
due to the alternatives on offer. This seems 
more intuitively reasonable to me than that 
people, the same people, are prepared to 
drive at different speeds in different parts of 
the city, but it depends on the concept of the 
marginal traveller ie. the one who has choice 
between the different modes. 

In particular, it depends on accepting the 

argument that the commuters who choose to 
travel to the centre of London in the peak 
hour by rail set the local road traffic speed at 
any point in London. It is in fact exactly the 
same argument that house prices throughout 
London are set by what such commuters can 
afford even though typically they only 
comprise 25% of the market. 

It is in fact only in the last few years that 
transport models have finally begun to 
reproduce the model choice process 
adequately. The key omission was that 
public transport journey times were not 
responsive to demand. As demand increases, 
services can be run more frequently and over 
more routes, thus lowering walking and 
waiting times, which comprise some two 
thirds of a typical public transport journey. 
The TRR1 London Area Model, a non-
network model developed in 1986, has been 
used by LP AC to show that a policy of road 
pricing and public transport subsidy gives the 
biggest benefit/cost ratio of any policy. This 
has since been confirmed with the full 
network model maintained by the 
Department of Transport since the demise of 
the GLC, and the results published in April. 

The LPAC tests also show that the 
Department's road construction policy has a 
negative net benefit, and that even a rail 
construction policy by itself is not as good as 
the combination with road pricing and public 
transport subsidy. 

ROAD PRICING 

Road pricing has been tested many times in 
London, in the 1964 Smeed report, the 1974 
GLC Supplementary Licensing Study and the 
1979 (published in 1983) GLC Area Control 
report. All have found it to be worthwhile, 
though with a number of problems of 
implementation. Most of these can now be 
tackled with electronic surveyance and 
processing methods. 

For road pricing to be most effective, 
however, the road space freed by the 
reduction in road traffic must be used to 
ensure that buses (or even trams again) have 
priority so that their running speed can be as 
high as possible. Desk studies such as that of 
Smeed and Wardrop in 1964, and a number 
since, have shown that even car drivers 
forced out of their cars end up with a faster 
journey speed if this is done. 

CONCLUSIONS 

The sensitivity tests done for LPAC by 
their consultants show that a policy of 
road pricing and public transport subsidy 
is robust, even if the precise levels of 
marginal charging are not attained. 
What is necessary now is to convince 
the public that the way to run an 
efficient transport system in congested 
conditions is to tax cars and subsidise 
public transport, and allocate road 
space so that buses (and trams) can run 
efficiently. 

When this is done, then the right 
decisions as to which system to invest 
in to improve its facilities can also be 

taken; that cannot be done if the wrong 
pricing policy is used as the wrong level 
of demand will occur, just as the 
provision of cheap housing leads to a 
wrong level of demand for housing. • 
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PATERNOSTER RETROSPECTIVE 
Kevin Lynch Memorial Lecture 

By Sir Philip Dowson, Arup Associates 

A Master Plan has to be a work 
prophecy and Paternoster raises basic 
questions both in the fields of ethics as 
well as architecture and urban design. 
The site is one of international 
importance, so inevitably the interests 
of the wider public as well as those of 
the owners themselves are thrown into 
sharp relief. The consortium that owned 
the majority of the site consulted 
therefore widely before deciding on a 
limited international competition with 
seven practices shortlisted from a large 
initial trawl. 

From the start, when we won the 
competition, it was quite clear from the 
Trafalgar Square experience, that we were 
going to have a problem on our hands quite 
separately from the urban and architectural 
one. There could be no better place to throw 
present issues into focus, or for the blood to 
flow, than on the steps of St Paul's. 

The story is worth telling in brief not 
only to explain the context within which the 
work proceeded, but much more importantly 
to question the way we plan or develop our 
sensitive and important sites. 

On whom do we rely? And what 
dangerous precedents are being set? 

From the very start it was recognised that a 
wide consultative exercise was necessary. 
There was a rare and very enlightened client, 
there was a Brief which the Master Planning 
exercise must review and question, but there 
was no "body" which could represent the 
public interest in the wider sense. We felt the 
need for an active group of people with this 
Brief, with whom to work, and the idea of a 
Paternoster Committee was floated in 1987. 
This idea was taken up and a Committee was 

established in early 1988 with representatives 
of the Cathedral, the City, English Heritage, 
and The Royal Fine Arts Commission. At 
the same time there was a plan to have a 
preliminary exhibition, not of a design but of 
the issues involved, for an open discussion 
and to elicit public response. This would be 
followed in the late Autumn with an 
exhibition of the proposed Master Plan itself. 
The initial exhibition took place in June and 
included designs and ideas past and present 
that related to the site and against which a set 
of questions were addressed to the public, 
and to which Prince Charles came. 

It has been abundantly clear from the 
start that the competition was to choose a 
Master Planner and not a design. The entries 
were a response to the place, to the site and 
presented initial ideas. There were seven 
finalists and all except the winner were 
exhibited. As with the winner of the second 
competition for Trafalgar Square it was felt 
that there should be time to review and 
develop the initial ideas in the light of 
discussions with our client and with other 
interested parties before we had a wider 
public exhibition. "Interested parties" in 
more ways than one as we were to discover. 
The Georgian Group were soon in touch and 
John Simpson and two other members came 
round to our office to have a pre-presentation 
of our competition ideas. There followed 
Prince Charles' Mansion House "speech" 
which with its unbalanced hyperbole made 
any subsequent or sensible discussion 
impossible. This speech was then followed 
later in 1988 by a television programme 
where in front of an audience of six million 
we were surprised to be charged by him with 
an "inhuman" design at a stage when none 
existed. Clearly the enthusiasm of the Prince 
or his advisers or both were now outrunning 
the facts of the position and so the waters 

became irretrievably muddied. 
When the Master Plan was finally 

presented in November of 1988, which 
included initial proposals for particular 
buildings by Michael Hopkins and Richard 
MacCormac, we were then surprisingly 
charged in his book with "grudgingly" 
changing the design as a result of our public 
consultation. Consultation of which the 
Prince quite properly approves. The debate 
had now become polarised into a superficial 
argument about style rather than content, and 
this uniquely important site had become 
obscured behind the misleading Laubin 
painting of Simpson's neo classical esquisse, 
which had no client or real brief. By this time 
the Prince had clearly become closely 
involved. Yet in spite of the Paternoster 
Committee discussion was not sought. He 
was invited to the Master Plan exhibition in 
November but he did not come and we were 
never able to make any presentation to him. 
Nevertheless he continued to exercise his 
great influence and authority behind the 
scenes, which made it extremely difficult for 
those who were responsible at that time for 
the design and who were meeting regularly 
with the Paternoster Committee. 

I talk of this because of the precedent that 
it sets for any future urban design problem on 
a sensitive site in London, and to any logical 
procedure in its relationship to any 
democratic process. 

I believe the public consultation was 
worthwhile and the public response was 
certainly positive. A substantial number of 
those who visited the exhibition took the 
trouble to fill in questionnaires and also make 
careful and constructive contributions. A 
Gallup Poll run during the Master Plan 
Exhibition was massively in favour of our 
final proposals, and I think by this time a 
certain consensus had been reached over the 
major issues of the site as a direct result of 
our consultations and discussions. However, 
whilst I expected controversy and sought 
debate, there was nevertheless much that 
surprised us, quite separately from any 
architectural issues involved. In the event 
opportunism at the expense of ethics marked 
the exercise. 

Turning now to the proposals themselves. 
The simple statement of our position was 
included as an introduction to the exhibition 
catalogue and I quote: 

"St Paul's Cathedral dominates the City of 
London and any development at Paternoster 
must respect and complement the presence of 
this great building. This aspect above 
everything must influence the scale and 
design of any new buildings, the spaces 
which they create at street level and their 
height and silhouette. 

A Master Plan should establish not just 
the framework within which a development 
can take place but much more. It has to 
address the creation of "places" and the 
variety of activities that can be encouraged; 
the scale of streets and squares; the way in 
which people can move through and enjoy a 
new urban area; the landscaping that clothes 
these places; the detail at ground level that 
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can reassure; and the definition and junction 
between public and private domains and their 
access and servicing. All these play their part 
in the complex interaction that must invest 
any Master Plan. 

In the end, however, the result should 
welcome and encourage use and also allow 
for change. Above all, it must show a 
response to human values which distinguish 
the places that are memorable and which can 
enrich and lift the everyday activities that 
make up the life of a community that lives 
and works in them. 

In an endeavour to create a new urban 
area, which will match the demands and 

opportunities of the site, we seek a Master 
Plan which does not rest on nostalgia, but 
that can hold a vision for the future -
buildings of hope - and appropriate to the 
society that uses and inhabits them. 

The lessons of history, of scale and of 
humanity must not be lost in designing for 
today's needs. However, if the Master Plan 
for Paternoster and the architecture within it 
are to be successful, then whilst respecting 
their great neighbour they should also both 
stand on their own and for the best of our 
time. 

For within a culture, and architecture is a 
cultural activity, a particular character will 

develop and grow. To be authentic, this 
character can only be drawn from within the 
sources and time of that society itself, of 
which St Paul's is one of the great standing 
examples". 

Three million people visit St Paul's each year 
and it is estimated that numbers will rise to 
seven million by the year 2000. 

Within a most sensitive site, the Master 
Plan had to be tough enough to absorb 
change whilst not losing its identity, whilst 
respecting the history and former urban grain 
of the site. It had to create spaces and 
patterns of movement that were self evidently 
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Figure 1 to left. Master Plan proposed by Arups for the Paternoster Site. 
Figure 2 above. Indicates how the scheme steps up in height from St. Pauls 
Churchyard to Newgate Street. 

convenient, and hospitable, and which 
provided in the public domain a place of 
variety to be enjoyed as a new piece of the 
City. 

The Plan distinguishes between the 
Permanent and Transient and looks to the 
past as well as to the future as between 
flexibility and the more enduring aspects of 
the scheme. So there are two systems. 

The Permanent - The walls of the precinct, 
with the accommodation directly behind, 
which has a direct relationship with the 
Cathedral and responds to the baroque. 

Less Permanent - The northern part of the 
site, with the main office content which is an 
extension of the City, and under pressure for 
flexibility and change demanded by today's 
office buildings. 

Where these two systems collide or rub 
together there is the main circulation route, as 
if it were along the line of a geological 
"fault" between them. This "fault" defines 
the line between the Permanent and the less 
Permanent, with the curved covered street. 
The area to the south of this galleria with its 
slotted views of St Paul's was conceived as a 
metaphor of the "Ideal City" and more 

baroque in its planning and its feeling. The 
proposal to site Temple Bar adjacent to the 
Chapter House, as the main entrance to the 
precinct, was part of this plan. At the exit to 
the covered street there is a view, on a 
diagonal axis of 45 degrees to the centre of 
the Dome, through a small urban enclosure 
framed by the Chapter House and Temple 
Bar. The relationship of the Chapter House 
to the development was always going to be 
one of the key scale problems. 

A street level St Paul's was designed to 
be seen close to. It is above the cornice line 
that the scale changes and the Cathedral is to 
be seen above the roofs of the City and from 
the distance. Access to the site from the 
north is at right angles to Newgate Street, to 
reduce the impact of this heavily trafficked 
road from the interior of the development, in 
the same way as you approach St Paul's from 
the old Deanery. So you would first enter the 
site before turning, and seeing a great view of 
the Cathedral itself. 

The perceived scale of these places and 
their experience underlies the principles of 
the whole Master Plan. 

PRINCIPLES OF THE PLAN 

The site should not be able to be seen from 
within as a whole, either in its length or its 
breadth, to avoid competing in scale with St 
Paul's. 

The street between St Paul's station and 
Ludgate Hill, which is the most heavily used 
would be glazed over to create a perceived 
height of four storeys only. This is within a 
development which rises to five floors on the 
south and eight floors on the north. 

The Market Square was scaled for buildings 
with a cornice line at six storeys. 

The "slots" which link the perimeter roads to 
the Cathedral precinct itself and to the 
interior of the site are narrow. The perceived 
height of a narrow street only rises between 
two to three storeys, thus maintaining a 
human scale, and the visual concentration of 
people using the ground level activities. 

The entrance from the new development to 
the Cathedral precinct is via the resited 
Temple Bar. The space mediates between 
the new and old. This large historical 
fragment designed by Wren, reduces the 
scale at this critical point adjacent to the 
Chapter House. 

It is the activities themselves however 
that can give life to a place, and so the 
buildings fronting the Cathedral are planned 
as far as possible to provide for public rather 
than office use. It is proposed that the West 
piazza be fronted with a hotel, the north 
crescent with a museum, and the south 
terrace opposite the graveyard with a 
colonnade for commercial use - shops, 
restaurants and so on. In this way we aimed 
to reduce the impact of the office content on 
the Cathedral Close. 
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To express a more personal view, 
architecture since the war has been subject to 
a large number of movements, which in that 
sense has reflected many of the dilemmas of 
the time, whilst on the whole the public has 
watched mesmerised with incomprehension. 
However, an enduring architecture wil l , I 
believe, always traverse across contrasting 
arguments of style alone. My own 
generation for example was a direct heir to 
the modem movement as exemplified by the 
dreams of the thirties with their immaculate 
images, white for virtue, evergreen for 
fidelity, in many ways as remote today as are 
the dreams of Claude and Poussin with their 
classical landscapes. Today's dreams are 
more high technology, romanticising perhaps 
technology itself, and more interestingly the 
dreams of the surreal - Aldo Rossi and the 
overtones of de Chirico or in Cyril 
Connolly's words "the grief stricken and 
sonorous colonnades, - every City grown 
large enough to devour those who live in it" -
a City's dream and its tragedy. Madder 
music, stronger wine, with design itself 
almost an act of desperation. Certainly we 
have all been aware of this. 

The pressure now, and with a loss of 
nerve, is towards obliterating cultural identity 
and reverting to a regressive position of 
imagined safety. It is this that leaves the 
truly leaden impress. Design is not safe nor 
culture sterile and certainly within any great 
architectural tradition steeped in its own logic 
and discipline there lies the possibility of a 
recurrent reawakening to principles and ideas 
that are enduring. These are the lessons of 
history. I am talking here not about 
"historicism", pr that visible retreat into the 
superficial and spurious interpretation of 
history which is becoming increasingly 
evident around us, or the attitudes that have 
more to do with nostalgia, but rather with the 
ideas that can sensibly draw lessons from 
these great traditions of the past, providing as 
they do a constant primer which can help 
loosen the bonds of doctrine. 

In the design of Bab Al-Sheikh and 
Broadgate we were concerned to create 
simple squares and street patterns, places 
which would become an extension of their 
City fabric. Places to be taken over, adopted 
and used. Both were high density 
developments within central urban sites, and 
in both cases we went to great lengths to 
provide for a pedestrian world, where 
particular attention was paid to the use of 
urban landscape as a positive element within 
the City. Spaces are tight reflecting a 
symbiotic relationship between a precinct and 
the pressure of a City that makes the precinct 
necessary. I like to think of the 
craftsmanship of space where designers can 
be as mindful of their sites and spaces as 
craftsmen were of their materials. Craftsmen 
rarely wasted these, they were too valuable. 
So in Cities is space, and as always between 
the space and its purpose and the intensity of 
its use a relationship needs to be struck, 
whether the scale be metropolitan or 
domestic, the mood one of relaxation or 
excitement, places responding to 
concentration of people or to a few. 

Certainly we can argue that society gets 
the Cities and the architecture it deserves, and 
to a large extent economic considerations 
pre-empt the results that most of us deplore. 
That organisations are too often indifferent to 
architecture, or at any rate disinclined to 
accept it until it has been disinfected by 
financial propriety, which on the whole 
reflects more the values of the counting 
house rather than a culture. But in the 
meantime we have witnessed great Cities that 
have been disembowelled. Redevelopment 
has too often become synonymous with 
destruction. The scales of buildings have 
become so large as to become out of reach of 
ordinary mortals and inhabitants have 
become alienated and the places unloved. 
We know all this and I think we have to ask 
ourselves a number of very searching 
questions. The architect, as conductor, is 
seen to be working from one score, while the 
orchestra is too often playing from another. 
There is a deep, and not unreasonable 
suspicion that specialists, particularly 

Top. Bab Al-Sheikh, Baghdad. Proposed 
Layout designed as an extension to the 
fabric of the city. 
Bottom. Broadgate, London. Pedestrian 
spaces designed as a positive element 
in the city. 

specialists when left to themselves are 
inclined to seek solutions drawn too largely 
from within their own specialisms. 

I would like to close with a quotation 
from Walter Gropius, one of the real 
fathers of the Modem Movement: 
"We must recover a comprehensive 
vision of the wholeness of the 
environment in which we live. In our 
mechanised society we should 
passionately emphasise that we are still 
a world of men, and that man in his 
natural environment must be the focus 
of all planning" H 
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TUESDAYS' JUST AS BAD.. 
By Bob Jarvis 

OPPORTUNITIES 

The storyline that runs through the RSC's 
1982 production of Peter Flannery's Our 
Friends in the North, that gathered accurate 
accents and real (rehabilitated) characters 
with Amber Films T. Dan Smith gets a 
wider audience with Stormy Monday and its 
in your video shop now. Where that line will 
run to ground, where the crock of Geordie 
speculators gold rally lies .... well, whoever 
knows that is either scuba diving in concrete 
boots under Scotswood Bridge or laughing 
all the way to the jacuzzi. 

It certainly isn't Stormy Monday's small 
time jazz-club owner Finney (Sting) whose 
romantic attachment to dramatic townscape 
and cussed nature shows him to be a canny 
lad whose business acumen extends as far as 
the advice to his protege Brendan (Sean 
Bean) "always keep your receipts". 

Of the three tales of corruption, dirty 
deeds and laundered money on Tyneside 
Stormy Monday has the weakest script, the 
worst acting and - despite its location 
shooting and local extras - could be any-
where from Nantucket to New South Wales. 

But when you realise the "Key Club" is 
just a few doors down from the site for the 
old Quay Club now hardcore desirable air 
conditioned floorspace, and that writer/ 
director Mike Figgis used to play there in the 
midnight hour with that other Durham lad 
and Newcastle scholar Bryan Ferry, you 
know it's true. They used to play at town 
planning society parties so it must be true. 

True? True as films and myths can be true. 
Truer probably than most books on property 
development dealing - do they show you how 
to make a neat little device to break an arm? 
Truer than those short courses on local author-
ity management-do they teach you how to hire 
a hooker to sweeten the Chairman of Housing? 
But, of course, Stormy Monday is just a film, 
things like this don't really happen. Any any-
way the Chairman gets his balls twisted. What 
a reception for regeneration in the inner city. 

Its just a film, remember. Just entertain-
ment and stars, acting out dreams in run 
down old city, ripe for an injection of capital, 
where the quality of life needs to be im-
proved, and new jobs created. And profits to 
be made. Thats not Marxism Today, that's 
not a spokesman for the Department of the 
Environment, thats Cosmo (Tommy Lee 
Jones), in from the Big Apple for the big 
bucks. 

And those plexi-glass models glowing in 
his fashionably empty office suite aren't a 
million miles away from those that gave you 
Tyne Bridge Tower and Aidan House and 
Cuthbert House and that.... oops! don't shoot 
the PR'nist.. . . also appear in Tyne and Wear 
Development Corporation's logo. 

In 1987 Newcastle hosted Australia week. 
The Pepsi bottle outside Berse Suites House 
in Stormy Monday celebrates America 
Week. Yours is a Fosters? OK, I'll take the 

Bud. 
I saw Stormy Monday with some old 

friends from the north. They said it was a 
rotten film. But then, as they say in Elsinore, 
theres something rotten in the State of 
Denmark. 

Stormy Monday, starring Sting, Tommy 
Lee Jones and Sean Bean and Melanie 
Griffith is on video release, distributed by 
Palace Video. T. Dan Smith is available 
from Amber Films, The Side, Newcastle upon 
Type. Peter Flannery's Our Friends in the 
North is published Methuen (£1.95) and was 
to be the subject of a TV series. 

Sting onto a big fiddle on Tyneside in 
Stormy Monday 

Urban Design Group Guide to Good 
Places 
Editor and Regional Contributors Wanted 

The UDG with a broadly based UK member-
ship and strong regional groupings is admirably 
placed to research and co-ordinate a guide to 
urban places. The process of choosing and 
selecting urban places which members find 
memorable and stimulating will help identify 
criteria for good Urban Design. We would aim 
to attract sponsorship. Discussions are already 
in hand with a publisher. The intention would 
be for contributions to be attributed to individu-
als. Regional selection committees and a cen-
tral editorial board will provide consistency. 
Those interested should respond now to John 
Worthington. 

Urban Design Action Panels 

The UDG with the wideranging expertise within 
its membership is able to provide panels of 
experts to Agencies or Community Groups to 
review plans, provide advice and stimulate ac-
tion. The format would be a one or two day 
workshop, with the host providing administra-
tion and presentations of the context, schemes 
and issues. The UDG would provide a panel of 
six to eight members and a rapporteur, to re-
pond with ideas, advice and an action plan. 

Those interested in being involved in future 
Urban Design Action Teams should write to 
John Worthington indicating their professional 
background and availability. 

Planning Exchange 

An editor/ co-ordinator is required to obtain 
material, including case studies, for an Urban 
Design Digest which the Planning Exchange is 
interested in publishing. Those interested should 
respond to the Chairman of the Urban Design 
Group. 
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URBAN DESIGN FOR URBAN RENEWAL 
Thursday 20 and Friday 21 September 1990 in Liverpool 

A conference organised jointly by Liverpool Polytechnic and the Urban Design Group. The themes of 
the conference focus upon: How urban design concepts and ideas have been incorporated into recent 
urban renewal policies, programme and projects: How and what urban design concepts and ideas can 

be incorporated into the urban renewal that will occur in the 1990s: Drawing comparisons between 
experiences and ideas from different European countries 

The conference programme includes a tour and talk about urban renewal and urban design in 
Liverpool: a city that has seen more urban change in the last twenty years that almost any other city in 

Europe. 

Keynote papers from: John Worthington, President, Urban Design Group, Ian Bentley, Oxford 
Polytechnic, Michael von der Muhlen, Deputy City Planning Officer for Dortmund City Council, A 

representative from APUR (Urban Design Section), Paris City Council 

Other speakers from: Facolta di Ingegneria, Universita Degli Studi di Trieste, Oslo School of 
Architecture, University of Amsterdam, University of Liverpool, Liverpool Polytechnic 

Manchester City Council 

Conference Fees: Urban Design Group members £45.00 + VAT. 
Non-UDG members £50.00 + VAT. Students and unwaged £25.00 + VAT 

Conference fee includes documentation, coach tour, teas, coffee, lunches and Chinese banquet on 
Thursday evening but does not include accommodation. 

Further details and booking: 
Anne Roberts. 

School of the Built Environment, Liverpool Polytechnic, Clarence Street, Liverpool. L3 5UG. 
Tel: 051 207 3561 Ext. 3601 


